


Longer Life 


FOR STACKS 
AND PIPING 


in this New Central 
Heating Plant of the 
Southern Railway System 


One method of controlling the 
terrific maintenance cost on 
American railroad buildings and 
structures is by the use of durable 
materials. The $90,000,000 esti- 
mated annual bill makes any sug- 
gestions as to where longer-lived 
materials are applicable and can 
help in reducing this cost, impor- 
tant news to management and oper- 
ating men. Where the Southern 
Railway System, for example, has 
applied this principle by the use of 
Wrought iron in two corrosive serv- 
ices in a new central heating plant 
at Charlotte, North Carolina, may 

of interest to you. 
_ Mos! engineers who design heat- 
ing plants recognize the corrosion 
azard in stacks and steam lines, 
and many have adopted the time- 
tried method of combating it. 

ong them are the engineers 
who designed this central heating 


plant, where the two 42” x 60’ 
stacks were fabricated of Byers 
Wrought Iron %%'' sheets, and 
overhead steam lines are Byers 
black wrought iron 114" and 2” 
pipe. In addition to this, a con- 
siderable amount of wrought iron 
is installed under the tracks in the 
station yard, for hook-up to the 
heating lines of passenger cars in 
the yards. 

Railroads have been among the 
largest and most faithful users of 
wrought iron for more than half a 
century, andarethoroughly familiar 
with its exceptional dependability 
under many service conditions. 
Sometimes some new application 
comes up, where the exact corro- 


BYERS GENUINE 


sive conditions are not known, or 
where the effect of these on piping 
or plates cannot be predicted from 
experience. In such cases, our 
Engineering Service Department 
may be able to provide you with 
some data from our files that will 
guide you in making a selection. 
If you have any stack or flue prob- 
lem, ask also for our bulletin, 
“Wrought Iron in Flue Gas Con- 
ductors and Coal Handling Equip- 
ment,’’ which contains some sound 
and helpful information. 

A. M. Byers Co., Pittsburgh, Pa. 
Established 1864. Boston, New 
York, Philadelphia, Washington, 
Chicago, St. Louis, Houston, Seattle, 
San Francisco. 
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UNIT TRUCK 


200,000 MILES OR’20 YEARS NORMAL FREIGHT 
CAR SERVICE WITHOUT ANY MAINTENANCE IS 
THE RECORD ALREADY ACHIEVED BY UNIT TRUCKS 





WEAR PLATES 
APPLIED 








HE design of any conventional or high speed truck can be readily converted 

to a Unit Truck. Simply request the truck manufacturer to add Unit Guides to 
the truck side frames as shown in the illustration. The top guides and wear plates 
are applied by the builder. 


Unit Brake Beams of solid forged truss design have extended ends protected by 
wear plates. These operate within the Unit Guides providing an interlocking self 
aligning self supporting brake beam. 


Twenty-one railroads have installed Unit Trucks during the past two years and 
secured more efficient brake operation at greatly reduced cost. 


Approved for interchange. 


Full information as to licensees authorized to manu- 
facture Unit Trucks will be furnished upon request. 


UNIT TRUCK CORPORATION 


140 CEDAR STREET NEW YORK, N. Y. 
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When it becomes difficult for dispatch- 
ers to arrange train meets without 
serious delays, then train operation can 
be facilitated by “Union” Centralized 
Traffic Control. On many installations, 
running time has been so accelerated 
that a very high percentage of the 
meets are non-stop. 

There are no written train orders 


UNION SWITCH & SIGNAL COMPANY | 


SWISSVALE, PA. 


TRANSPORTATION COSTS....| 


required in C.T.C. territory. Operation 
is by signal indication, without superi- 
ority of trains, and enginemen act at 
the time and the place where action is 
required; they have no written orders 
to remember. Investigate the advan- 
tages and economies you can 


effect by installation of 
“Union” C. T. C. 
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The Week at a Glance 


U. S. TOTALITARIANS: Are the 
greatly increased powers being sought by 
President Roosevelt actually needed to de- 
fend this country against totalitarianism? 
The leading editorial in this issue calls at- 
tention to the President’s fondness for 
socialistic ventures and his willingness (as 
in the case of the St. Lawrence project) 
to use “national defense” sas an-excuse for 
further pushing this country’into socialism 
—which is one of the varieties of totali- 
tarianism. While favoring all aid to 
Britain consistent with our own military 
defense, the editorial concludes that the 
country’s greatest danger is not that total- 
itarianism will be ultimately established 
here by Hitler, but that it will soon be 
established by home talent. 

8 
STATION AT SASKATOON: A com- 
bination station-office building has been 
provided by the C. N. R. at Saskatoon to 
provide harmony with (but not architec- 
tural imitation of) its adjacent hotel; while 
modern materials are used in the new 
structure, making it thoroughly up-to-date. 
An illustrated article elsewhere in these 
pages describes the building; which, among 
its other features, embodies several de- 
signed to make its office portion a com- 
fortable working place. 

&® 


ADV. IN UNION PAPERS: The first 
of a series of advertisements by the A. A. 
R. in the railroad union papers which accept 
such business, appears in the February 
issues of a dozen organization publications. 
The A. A. .R. message is captioned “We 
_Are All in This Business Together”— 
which, after all is said and done, is about 
the truest statement which could be made 
about the railroads, or the country either, 
for that matter. The thessage goes on to 
tell how employees, as well as everybody 
else connected with the railroads, depend 
for a livelihood on railroad traffic; sug- 
gesting how employees can do things to 


" . hold and increase traffic which no one else 


except employees can do. 
& 


G. O. P. LEFT WING: It is, perhaps, 
well to recall from time to time that 
neither of the major political parties can 
honestly claim to be a whole-hearted sup- 
porter of free enterprise—making the so- 
cialist label the exclusive property of the 
opposition. Just for instance, Senator Mc- 
Nary of Oregon, recent G. O. P. vice- 
presidential candidate, has introduced a 
bill calling for the extension of the serv- 
ices of the Federal Barge Line to the 
Columbia river. The Democrats, and the 
New Dealers particularly, justly get most 
of the publicity as fosterers of socialism; 
but what activity of the federal govern- 
ment is more completely socialistic, and 
flagrantly unfair to private enterprise, than 
the Federal Barge Line? 
B 


CHI. BOARD REFORMS: Complaints 
which the railroads have made regarding 
the procedure of the National Railroad 
Adjustment Board have been largely sub- 
stantiated by the Attorney General’s Com- 
mittee on Administrative Procedure which 


reported last week. The Attorney Gen- 
eral’s committee agrees that there ought 
to be a time limit on Adjustment Board 
cases, that defendants should be given time 
to file answers to complaints (instead of 
complaints and answers being filed simul- 
taneously, as now), that a stenographic 
transcript should be kept of oral arguments 
and that such arguments should be per- 
mitted before all divisions of the board. 
The Attorney General’s group also rec- 
ommended some improvements in I. C. C. 
procedure, as is reported elsewhere herein. 


CLEMENT SURVEYS OUTLOOK: 
Far-seeing representatives of labor “are 
manifesting a willingness to meet indus- 
try somewhere other than in Washington, 
and to treat with industry on an even 
basis.” Such was the statement of Presi- 
dent Clement of the Pennsylvania in his 
Pittsburgh Traffic Club address last week, 
reported in the news pages herein. “Labor,” 
he said, “has made so much progress that 
its lack of responsibility is commencing to 
plague it.” “Management,” he continued, 
“is one of the representatives of labor, its 
other being union leaders, and manage- 
ment’s duty to labor is primarily to safe- 
guard its long-range interests.” The 
speaker looked to regulatory wisdom to 
enable the carriers to continue to fulfill 
their obligations to the public. 
® 


Cc. G. W. INVESTMENT ACCT.: 
Practically nobody seems to favor the I. C. 
C.’s Division 1 contention that the C. G. 
W.’s investment account should be written 
down to correspond to its “wringered” capi- 
talization. At a hearing last week, the A. A. 
R. and several other interveners appeared 
and, as reported in the news pages herein, 
the proposal was left in a considerably de- 
flated condition. Aside from numerous prac- 
tical objections to the ruling, requiring a 
regulated industry to risk reducing its rate 
basis because of low earnings resulting, in 
part, from a regulated rate level, is like 
a “vicious circle” process which, if gener- 
ally applied, could expropriate all invest- 
ment in regulated industries. 
@ 

MEYER ON GOVT. OWNERSHIP: 
A realistic examination by Dr. Balthasar 
Meyer of the pros and cons of government 
ownership of the railroads appears in the 
January issue of the I. C. C. Practitioners 
Journal constituting, in the opinion of your 
reporter, the most learned and authorita- 
tive statement on this question which has 
appeared in a long time. The former com- 
missioner characterizes predictions as to 
forthcoming government ownership as 
“fatalism,” for which no factual justifica- 
tion exists. He lists the conditions which 
led to government operation during the last 
war and finds all of them now absent. He 
finds the crux of the transportation prob- 
lem in the lack of equality among the vari- 
ous agencies of transportation, the correc- 
tion of which is the duty of the new Trans- 
pert Board. The future of the railroads he 
sees as largely dependent upon the compe- 
tence with which the I. C. C. exercises its 
functions. 


13 


MORE HIGHWAY PATRIOTI$M: 
Those selfless patriots, the highway con- 
tractors, are reported by the Wall Street 
Journal to have cooked up a highway con- 
struction bill totaling half a billion dollars 
—allegedly for “national defense.” The 
Journal suggests that the “defense label is 
being somewhat carelessly handled,” and 
points out that it is being attached, not 
only to highway plans, but also “to a mul- 
titude of proposals for more housing, more 
education, more boards and bureaus to su- 
pervise industrial operations—even to a 
scheme for merging all steel companies into 
a virtual monopoly under the joint control 
of the government and union labor.” Is 
this the kind of “defense” which will enable 
this nation to withstand military attack by 
a people who, whatever else may be said of 
them, at least have shown their willingness 
to work hard and make sacrifices for their 
country? 

) 
PACEMAKER LOUNGES: Lounge- 
observation cars of thoroughly modern ap- 
pearance have been provided for the 
popular “Pacemaker” coach trains by re- 
building two standard main-line steel 
coaches (as described and illustrated here- 
in). Seat groupings are provided for a 
generous quantity of customers and the 
interior decorations reflect the skill of one 
of the country’s outstanding industrial de- 
signers. 

8 
TRUCK TRAFFIC SURGES UP: 
Truck traffic in December, 1940, was 11.6 
per cent better than in December, 1939— 
while December railroad carloadings were 
up only slightly more than 6 per cent over 
the same month a year previously. Seem- 
ingly, the trucks are either getting more 
than their share of new business or are 
continuing to divert traffic away from the 
rails, or both. Anyhow, the truck competi- 
tive problem has not been in any degree 
solved; or, at least, not to a degree suffi- 
cient to show in the figures. 

. 


TAX-EXEMPT SOCIALISM: We 
have received from a press agent a “hand 
out” knocking the proposal to levy federal 
taxes on state and municipal bond issues. 
A large part of such bonds are used to 
finance superhighways, bridges, utilities, 
terminals and other socialistic ventures 
which compete against private enterprise 
—which not only has to pay taxes on its 
securities but on its property as well. In 
keeping with the current custom of using 
words to confuse issues, the sponsors of 
this hand-out call themselves “the confer- 
ence on state defense”; and among their 
number are a dozen state attorney-generals 
and representatives of sundry “authorities.” 
Tax-freedom for state and local securities 
might have had much to recommend it 
when local governments were sticking to 
their proper business of running fire de- 
partments, schools, courts and police serv- 
ice. But why should a railroad bond be 
subject to taxes while a superhighway 
bond is exempt? And who authorized all 
these state officials to carry on propaganda 
to perpetuate such injustice? 
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Our Dangers Abroad 
and at Home 


Immediately following the recent national election 
a number of ardent pleas for “unity” came from the 
victors—no doubt because the vote had been almost 
unprecedentedly close. Nothing could tend more 
strongly to cause disunity than displays of intolerance. 
And yet the period since the election has been marked 
by as disgraceful exhibitions of intolerance, especially 
by the victors, as ever occurred in the history of the 
United States. 

The principal matter in controversy, according to 
our understanding, has been the best way to provide 
for the defense of the United States; but the arguing 
has been so incoherent, irrational and bitter that we 
have never been quite sure we have really known what 
the hell it was all about. Almost all the arguers have 
agreed we should give all aid to Great Britain that 
would promote our own defense. But they have dis- 
agreed widely about how much aid this would be. 
Those favoring practically or actually unlimited aid 
have been called “interventionists” and “war mongers” 
in tones indicating these epithets are synonymous with 
“traitors.” Those favoring more limited aid have been 
called “isolationists” and “‘appeasers” in tones also indi- 
cating that these epithets are synonymous with 
“traitors.” 


A Military Discussion By Intolerant Civilians 


The question of the best way to provide for the de- 
fense of the United States is obviously a military one. 
Who, then, are these people who are discussing it with 
such “windy suspiration of forced breath?” Mostly 
civilians—politicians, bureaucrats, editors, business 
men—who don’t know any more about it than an equal 
number of pigs know about Sunday School. The only 
men whose opinions regarding this military matter 
could be worth much are our generals and admirals. 
And, whether it is significant or not, most men of im- 
portant military knowledge and experience who are 
now in civilian life and who have publicly expressed 
themselves have sided with the “isolationists” and “ap- 
_ peasers” opposing the virtually unlimited aid to Great 
_ Britain that would be made possible by the “dictator” 
bill being advocated by the Roosevelt administration. 
These “appeasers” have included two of the most 
eminent living graduates of West Point—General Rob- 
_ ert E. Wood, who was quartermaster-general of the 


United States army in Europe in 1917-1918, and Gen- 
eral Hugh S. Johnson, who originated the plan for 
selective draft in 1917 and later commanded a division 
in France. 

But the administration has refused to let the chief 
of staff of the army, the chief of naval operations, and 
the chief of the air corps, unquestionably the very best 
authorities on our defense needs, testify publicly. Is 
it possible the administration has taken the stand that it 
won't let the people know what these military experts 
think because it fears they would express views on our 
military needs differing from those of their three 
civilian bosses—President Roosevelt, a_ politician; 
Secretary of War Stimson, a lawyer; and Secretary of 
the Navy Knox, an editor and publisher? 


“Hell-Bent” for Destruction Eight Years Ago 


Being a civilian publication, the Railway Age cheer- 
fully concedes that it knows just about as much about 
the military needs of the United States as any of the 
civilians who are so intolerantly discussing the subject 
—i. e., almost nothing at all. But this paper does claim 
to know something about the economic problems of the 
nation and the tendencies of government policies to 
promote or hinder their solution. And as respects the 
policies and purposes of the Roosevelt administration 
that affect our economic problems we find ourselves in 
much the same situation as in 1933. 

A man of great ambition, self-confidence, audacity 
and popular appeal had just been inaugurated presi- 
dent. This paper had been showing throughout the six 
months previously that the bottom of the depression was 
passed in the late summer of 1932 and natural recov- 
ery was rapidly under way. On the very day (March 
4, 1933) that Mr. Roosevelt was first inaugurated this 
paper said: “What government should do is not to ° 
try to tell the people what to do, and tax them to death 
to carry out the theories of politicians and bureaucrats, 
but reduce their taxes and release their brains and 
energies in order that they may do as well as they 
can for themselves.” 

On April 29, 1933, this paper said: “In view of the 
fact that, in spite of serious retarding influences, the 
general trend of business has been decidedly better for 
almost eight months than before, many students of 
economics and business must seriously question the 
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expediency of numerous kinds of legislation which are 
being advocated in Washington as essential to economic 
revival.” On May 6, 1933, this paper said: “Any 
policy which has not increased production in industry 
as its main objective will make no permanent contribu- 
tion either to increased employment or to increases in 
the real incomes of those who get employment.” 

Such facts and views, from whatever source, were 
utterly disregarded in Washington. For whatever rea- 
son, the major premise was adopted there that the 
nation was still hell-bent for economic destruction and 
could be saved only by the adoption of a “planned 
economy” under the virtual or actual dictatorship of the 
President. The most important part of the planned 
economy adopted was N. R. A. When this paper and 
other non-political students of economics raised their 
voices against such policies as N. R. A., huge govern- 
ment spending and devaluation of the dollar, they were 
criticised as reactionary and unpatriotic not only by 
“intellectual” radicals, but even by many business men 
who joined in the chorus that “something must be 
done.” But the predictions then made that N. R. A. 
and other so-called “recovery” policies of the adminis- 
tration would retard or prevent recovery have been 
only too completely fulfilled. 

The depression has continued throughout the subse- 
quent eight years. The 1940 national income of 74 
billion dollars, while the largest since 1929, was still at 
least 6 billion dollars smaller than that of 1929, in 
spite of an increase meantime of about 12 million in 
population and 6 million in available workers. If the 
national income had increased relatively as much from 
1929 to 1940 as from the end of the war to 1929 it 
would have been 100 billion dollars in 1940. 


Eight Years After—”Hell-Bent 
for Destruction” Again 


History repeats itself. In January, 1941, we see 
the same ambitious, self-confident, audacious and glam- 
orous popular leader, in much the same way as eight 
years ago, again telling Congress and the people that 
we are headed hell-bent. for destruction; that we can 
be saved only by certain policies favored by him; and 
that to carry out those policies he must again be given 
greatly increased power, although he already has much 
more power than any of his predecessors. And we 
see people of all classes again believing and following 
him, as they did eight years ago, and begin to hear in- 
timations, or even actual charges, from all kinds of 
sources that anybody who does not fully agree with his 
views and policies, and much more anybody who dares 
publicly criticize them, is certainly unpatriotic, is prob- 
ably a fifth columnist, and is possibly even that lowest 
of all vermin, an “appeaser.” 

Well, in 1933 and for some time subsequently the 
Railway Age, for criticising Mr. Roosevelt’s economic 
policies, took it on the chin from many persons who 
now look pained or even deny it if anybody recalls 
they ever favored those policies. And now we venture 
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timidly to say that once more we don’t agree with all 
of Mr. Roosevelt’s views and policies. We agree that 
the United States should arm enough to defeat any 
probable combination of enemies. We agree that Hit- 
ler and his allies fully intend to attack this country if 
they beat Great Britain. Therefore, we agree that the 
United States should give every form of assistance 
to Great Britain that will not necessarily involve this 
country in war. 

But we contend, also, that our political and economic 
institutions will be put in dire peril if we become in- 
volved in war, and that, therefore, our government 
should keep this country out of war unless it is at- 
tacked; that our institutions already are being imper- 
iled by vast government spending, and therefore every 
kind of government expenditure not demonstrably for 
defense should be reduced or abolished; that it is the 
most blatant hypocrisy to pretend that such socialistic 
projects as the St. Lawrence seaway are being promoted 
in the interest of “national defense ;” that, in fact, the 
greatest danger to this country is not the dictator- 
aggressor nations over the seas, but our own tendency 
to adopt socialistic policies on every conceivable pre- 
text; that this tendency is leading straight toward 
establishment of a socialist dictatorship here; and that 
if we are going to establish a dictatorship here it won't 
make any difference to the welfare of our people 
whether it is patterned after Hitler’s Nazi dictatorship 
in Germany or Red Stalin’s socialist dictatorship in 
Russia. 


The Talk About “Dictatorship” 


But why talk about “dictatorship?” Surely in view 
of Mr. Roosevelt’s constant avowals of his devotion to 
democracy nobody should suspect him of seeking dic- 
tatorial power—or at least for any purpose excepting 
that of saving democracy. But before we decide about 
that, let us refresh our memories regarding what has 
been going on in this country for more than eight 
years. As a candidate in 1932 Mr. Roosevelt definitely 
advocated certain policies not one of which was social- 
istic in character or would increase the President’s 
power; but as soon as he became President in 1933 he 
began promoting radically different policies most of 
which were socialistic in character, almost every one 
of which was calculated to increase the President’s 
power, and all of which combined were calculated to 
make him virtually dictator in time of peace, and when 
there was no threat of war. The Supreme Court 
nullified some of his favorite measures. Therefore, 
without any warning in the political campaign in 1936, 
but immediately after he was re-elected in that year, 
he began an attack on the court intended to deprive 
it of power and inclination to resist him. And he con- 
tinued throughout his second administration to seek 
more and more power just as he had throughout his 
first administration. ; 

But the real clincher was his successful candidacy 
for a third consecutive term—something not one of his 
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predecessors had ever sought. This could have been 
due only to his belief—hardly a modest one—that he 
was the indispensable man, or to an almost boundless 
ambition, or to both. Undoubtedly it was due to both. 
The Railway Age went far enough into politics last 
year to oppose Mr. Roosevelt on the ground that he 
was not a liberal, but a totalitarian. We have been 
trying ever since he won his third term to decide 
whether, in consequence, the greater danger to our 
country is abroad or at home. The introduction of 
the so-called “dictator” bill to give Mr. Roosevelt so 
much more power, and its widespread and intolerant 
support from so many quarters, has removed our last 
doubts and convinced us beyond all peradventure that 
our country’s greatest danger is not abroad, but at 
home—is not that totalitarianism will ultimately be 
established here forcibly by Hitler, but that it will 
soon be established here voluntarily by our own people. 


The “Democratic Process” and Dictatorship 


“But,” it will be said, “if we do establish a dictator- 
ship under President Roosevelt, it will be established 
by the democratic process, and therefore could be abol- 
ished by the same process.” People who talk and be- 
lieve that way are either very dishonest, very ignorant 
or very credulous. Hitler himself was put in power 
by the democratic process—i. e., by 17 million Ger- 
mans freely voting for his candidates and only 7 mil- 
lion for the candidates of the next strongest party. 
Could he, then, be put out by the same process? Silly 
question. Many peoples have put dictators in power 
by the democratic process; but never once in our 
rather extensive reading have we found a case in the 
history of the world when a dictator was retired by 
the democratic process without his consent. And 
never yet has Mr. Roosevelt voluntarily surrendered 
one of the unprecedented powers already conferred 
on him. Unlike all his predecessors, he used every 
means at his command to get himself nominated and 
elected for a third term. And soon, whether the coun- 
try is at war or peace, as commander-in-chief of the 
army and navy he will be in possession of the greatest 
military power that any President ever had—a 
power that obviously could be used to enforce domestic 
as well as foreign policies. | 

We agree with Mr. Roosevelt’s recent statement that 
the American people are today facing the greatest crisis 
in their history. But we do not agree with him that 
that crisis is solely or mainly due to the insatiable 
ambition and lust for power of the gangster-dictators 
of Europe, Hitler and Mussolini. For we do not be- 
lieve the record indicates that all the heads of govern- 
ments having insatiable ambition and lust for power 
are abroad. 


Presidential Power and Socialistic Policies 


But why should anybody fear giving Mr. Roosevelt 
so much power? Does he not want it solely in order 
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that he may use it for the public good, and especially 
for the under-privileged? He says so, and doubtless 
believes so. But, “When that the poor have cried 
Caesar has wept; ambition should be made of sterner 
stuff,” Shakespeare makes Mark Anthony say in his 
oration over the body of the assassinated Roman dic- 
tator. Did any man in history ever seek great power 
excepting professedly, and perhaps sincerely, for the 
good of the people? 

The last eight years’ experience in this country af- 
fords to those who believe in maintenance of every 
kind of freedom in this country, including freedom 
of private enterprise, a very definite and important rea- 
son for fearing every increase in Mr. Roosevelt’s power 
not plainly intended solely to help safeguard the country 
from foreign attack. This is that almost every increase 
in his power that Mr. Roosevelt heretofore has secured 
has been used to attack free private enterprise by in- 
creasing government control and taxation of private 
business or by increasing investment of the taxpayers’ 
money in government-owned property—government- 
owned highways and waterways to compete with the 
railways ; government-owned public utilities to compete 
with private utilities; government-owned housing to 
compete with private housing; and so on ad infinitum. 


Our Tenderness for Stalin and Communism 


Is Mr. Roosevelt a socialist? He has never said 
so, but he certainly has shown strong leanings in that 
direction. However many persons holding other views 
he has had in important positions, he has always kept 
himself immediately surrounded by men avowedly hos- 
tile to private business. Almost all his important polli- 
cies, as we have just said, have tended toward the 
socialization of industry and commerce. While show- 
ing great toughness toward dictatorships in other 
countries, he has shown a remarkable tenderness toward 
the so-called “dictatorship of the proletariat” in Russia. 
Why? If Hitler and Mussolini have murdered their 
thousands, Stalin has murdered his millions. And 
while reminding us that it is the avowed purpose of 
Hitler, Mussolini and their fifth columnists to conquer 
the world for Naziism and Fascism, why forget it has 
been much longer the avowed purpose of Stalin and his 
fifth columnists in all countries to conquer the world 
for Communism—and meantime keep thousands of 
Stalin’s fifth columnists on the payroll of our own 
government? 


National Defense? Yes. Socialism? No. 


And, finally, may it not-he asked with some perti- 
nency, in view of public developments that are daily 
occurring, whether, if the President should use the 
greatly increased power for which he is asking to take 
us into the war, we would not probably find ourselves 
fighting for Socialism in Great Britain and other coun- 
tries abroad, and even in the United States? In pre- 
vious editorials this paper has called attention to the 
strong agitation being conducted for the establishment 
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of Socialism in Great Britain as an alleged necessary 
means of getting sufficient working-class support to 
enable that country to win the war. And in this con- 
nection we quote the following from a dispatch from 
London that appeared in the Chicago Tribune on Jan- 
uary 13: “Arthur Greenwood, powerful labor leader 
who has been named (British) minister for post-war 
construction . . . has told the press he is planning 
to extend state ownership to many industries, 
including coal; all forms of transportation, in- 
cluding railways, roads, canals and coastal ship- 
ping; agricultural, gasoline and oil, and produc- 
tion of iron, steel and building materials.” 

In view of all that has occurred, this paper frankly 
fears giving Mr. Roosevelt greatly increased power, not 
only because it seems to us not improbable he would 
use it to get us into war, but also because it seems to 
us very highly probable that he would use it greatly 
to promote the socialization of the United States. And 
we consider the world-wide propaganda and movement 
for socialism (otherwise called Communism) as great a 
menace to the human race, and especially the people of 
this country, as Messrs. Hitler and Mussolini, and there- 
fore believe it quite as essential to stop the drift toward 
Socialism in this country as to provide for the national 
defense. “If this be treason, make the most of it.” 
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Best Dec. Since 1936 
For Rail Employment 


With 1,025,000 workers in December, railroad em- 
ployment set a mark last month which has not been 
reached in any December since 1936. In the closing 
month of 1936 the railways had almost 1,082,000 em- 
ployees. This number declined to 1,006,000 in Decem- 
ber, 1937, and fell still further to 944,000 in December, 
1938. Since that time, railroad jobs have increased 
by more than 80,000. 

Comparing December, 1940, with December, 1938, 
there were 35,000 more carmen, machinists, boiler- 
makers and helpers engaged in the repair of railroad 


. equipment. There were almost 22,000 more engineers, 


firemen, conductors and brakemen. There were 8,000 
more truckers, telegraphers, station agents, and cross- 
ing flagmen, and 8,000 more men engaged in the main- 
tenance of railway rights-of-way and structures. Like- 
wise, there were almost 7,000 more clerks, stenogra- 
phers, typists and other office employees. 

This increase in employment reflects the current in- 
creases in railroad traffic volume, and reflects, as well, 
the carriers’ program of preparedness for such further 
calls as may be made upon them. 





How much better and sounder economically it 
would have been—and how much more consistent— 
if the Interstate Commerce Commission had given 
the same careful consideration to the motor carriers’ 
petitions for minimum rates in Ex Parte MC 20, 
21, 22, and 23, three or four years ago, as it did 
to the recent Keeshin Case, I. & S. M-1042. 

In those earlier proceedings, involving practically 
all motor common carrier rates:-East of the Rockies 
and North of the Mason and Dixon Line, the 
Commission issued orders establishing the published 
bureau rates as the minimum—regardless of the fact 
that hundreds of these rates on important heavy- 
moving traffic did not reflect the cost of performing 
the service. In I. & S. M-1042, the Keeshin Com- 
pany was denied the privilege of making rates that 
did not reflect some profit above full cost, which 
the company sought to establish in order to secure 
maximum loadings in both directions. 


Company was almost the only large motor carrier 
(outside of New England) which made an earnest 
attempt to build its rates on the “intrinsic advan- 
tages” basis, which would—if it had succeeded— 
have prevented the motor carriers from developing 
into their present overexpanded condition. But 
Keeshin’s effort in this direction met with nothing 
but opposition. Now the Commission has held the 
Keeshin Company to the letter of the “inherent ad- 
vantages” theory, while it still maintains for the 
carriers as a whole a “pick-and-choose”’ basis. 
While the treatment accorded the Keeshin Com- 
pany is extraordinary, it nevertheless does give a 
belated recognition to sound principles of rate reg- 





Commission Inconsistency 


There is a fine irony in all of this. The Keeshin. 


ulation. It is certainly remarkable, therefore, that, 
in the face of this decision the Central States Bu- 
reau has the temerity to ask the Commission to 
modify all of its orders in MC 21 to permit Cen- 
tral States carriers to adopt railroad rates as 
their minimum, thus perpetuating their vested grant 
to pick-and-choose. If the Central States Bureau 
can secure this concession, it doubtless hopes that 
this rate basis will put it in a favorable position to 
ask for the suspension of the reduction in railroad 
rates which is being contemplated. (Incidentally, 
the proposed railroad rate changes are substantially 
those which the motor carriers’ lawyer, when he 
was working for the Federal Co-ordinator, said the 
railroads ought to make.) 

Turning again to the contrast between the Com- 
mission’s decision in the Keeshin Case and the other 
cases referred to—why should an overexpanded 
motor carrier be denied the privilege of making 
rates that are profitable to him but against the pub- 
lic interest, while at the same time giving all these 
other motor carriers this privilege, enabling them to 
overexpand to the detriment of the public interest ? 
Justice is not justice unless it applies to all alike. 

Can this inconsistency by the I.-C. C. be ex- 
plained by the fact that the jurisdiction of all these 
general motor carrier minimum rate cases was re- 
tained in the Commission’s Division 5, while the 
Keeshin decision has been handled under the ma- 
chinery provided in the Commission’s reorganiza- 
tion? If so, it seems about time that the reorganized 
set-up take jurisdiction of these general motor car- 
rier minimum rate cases. Can other far-reaching 
blunders of inconsistency be otherwise averted? 


























Right — The Control 
Machine Is Located 
In the Dispatcher’s 
Office In the Pas- 
senger Station At 
Terre Haute, Ind. 


Below — Eastbound : ha: @ Seas 


“Spirit of St. Louis” 
Passing Home Sig- 
nal 26R At Casey 


_ ecamamem 


*" Geen Vente 
pave eer eee wv" 









N order to facilitate train movements and increase 

track capacity, the Pennsylvania has installed cen- 

tralized traffic control on 23.9 miles of double track 
and 45 miles of single track between Limedale, Ind., and 
West Casey, IIl., on the 240-mile district of the St. 
Louis division between Indianapolis, Ind., and St. Louis, 
Mo. In 1930, centralized traffic control was installed 
on 33 miles of the eastern end of this division, starting at 
Ben Davis interlocking, 7 miles west of Indianapolis, and 
extending on 30 miles of single track to Almeda and then 
on 3 miles of double track to Limedale, the control sta- 
tion being located at Limedale. The 1940 installation 
of C. T. C., with the control machine at Terre Haute, 
Ind., extends from Harmony, Ind., 53 miles westward 
to West Casey, IIl., including 22 miles of double track 
from Harmony through Terre Haute to Macksville, 29 
miles of single track to East Casey, and 1.9 miles of 
double track to West Casey. On the 13 miles of single 
track between Limedale and Harmony, signals for di- 
recting train movements by signal indications are con- 
trolled jointly by the C. T. C. machines at Limedale and 


at Terre Haute. Thus, centralized traffic control is now’ 


in effect between Ben Davis interlocking and West 
Casey, a total distance of 102 miles. Including the 75 
miles of single track and the 27 miles of double track 
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Pennsylvania 


Installs C. T. C. 
| On 69 Miles of Line 





Installation connects with 33- 
mile project installed in 1930 so 
that train movements are now, 
in effect, directed by signal in- 
dication which supersedes 
written train orders on 102 
miles of the St. Louis Division 











in this territory, there is a total of 129 miles of track. 
In terms of miles of track, number of power-operated 
switches and controlled signals, and train movements 
handled, this is the most extensive continuous project of 
centralized traffic control in the world. 


| Train Movements Directed By Signals 


In this C. T. C. territory, all of the main line switches 
at the junctions and the ends of double track, and at 
the ends of passing tracks which are used normally in 
train operation, are power-operated by electric. switch 


, machines. These machines, as well as the absolute sig- 


nals, are controlled by the C. T. C. system. These 












242 RAILWAY AGE 





absolute signals, which are located directly in approach 
to the various switches, serve not only to govern routes 
over the switches, but also as block signals governing 
the use of blocks, and, unless otherwise provided, their 
indications supersede time-table superiority and take 
the place of train orders. 

Included in this classification are not only the high 
signals for directing moves on single track and for right- 
hand running on double track, but also the “back-up” 
dwarfs for directing movements through blocks by re- 
verse running on double track in the section between 
Harmony and Brazil. On the remainder of the double- 
track territory, trains are not operated against the cur- 
rent of traffic except in cases of emergencies, and under 
such circumstances the train movements are authorized 
by train orders. The C. T. C. control machine for the 
Harmony-Casey territory, located at Terre Haute, is 
handled by an operator who works under the direction 
of the dispatcher, who is located in the same room. The 
C. T. C. control machine at Limedale is handled by an 
operator who also works under the direction of the same 
dispatcher at Terre Haute. 


Character of Line and Traffic 


The line between Indianapolis and Casey passes 
through a rather rough rolling country with numerous 
short grades in both directions. The ruling grade west- 
bound, at Farrington, varies from 0.75 to 0.98 per cent 
for two miles. The ruling grade, eastbound, at Lime- 
dale, is 0.77 per cent for about two miles. In the Ben 


Davis-Casey territory there are 69 curves sharper than 


30 min., of which only 18 are more than 1 deg. 30 min. 
There are only 4 curves, ranging between 2 deg. and 3 
deg. 15 min., on which speed restrictions of 60 m. p. h. 
. are in effect. The track is in excellent condition, with 
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131-lb. rail, good ties and rock ballast. The speed limit 
for passenger trains is 70 m. p. h., and for freight trains, 
50 m. p. h. 

The turnouts are No. 20 at the ends of double track 
at Harmony, Macksville and East Casey. At Harmony, 
the turnout is practically equilateral, permitting train 
speeds of 50 m. p. h. eastbound and 70 m. p. h. westbound 
over this turnout. A “clear” aspect is displayed for 
either direction for such through moves. If the switch 
is reversed for a route from the single track to the re- 
verse main track, signal 126L displays a “caution-slow- 
speed” aspect. Where the divergency is all in one di- 
rection through a No. 20 turnout, the speed limit for a 
diverging move is 30 m. p. h. and is authorized by a 
“clear-restricting” aspect. The turnouts at the ends of 
passing sidings on a single track are No. 15, good for 
speeds of 30 m. p. h. for diverging moves, but dwarf 
signal indications only authorize speeds of 15 m. p. h. 


Volume of Traffic Heavy 


For a territory which is mostly single track, this line 
handles heavy traffic, including 11 through passenger 
trains and 2 others which make local stops; 8 scheduled 
through freight trains, and extra trains as required. 
Thirteen local freights and mine runs are operated daily 
on various sections of this territory. A local passenger, 
a local freight and a through freight train use the 7 
miles of main line between Terre Haute and Farrington 
in each direction daily, enroute to and from the Peoria 
branch. Therefore, not counting extras, the total train 
movements on various portions of the territory range 
from 20 to 24 daily. Tracks at Seventh street in Terre 
Haute are used when picking up and setting out pas- 
senger train cars. Yard engines making switching moves 
to and from industries also use these tracks, so that 
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about 56 switching movements, in addition to regular 
trains, are made in this area each 24 hours. 

Passenger as well as through freight trains operate 
on fast schedules, and very little time is allowed for 
meets or passes. For example, some of the passenger 
trains, such as the Spirit of St. Louis, are scheduled 
over the 66 miles between Terre Haute and Ben Davis 
interlocking in 63 minutes, while scheduled freight trains 
run between Ben Davis and Terre Haute yard in 1 hr. 
45 min. 


Previous Interlocking Facilities 


In the previous arrangement, the end-of-double-track 
switch and the signals at Harmony were power-operated 
and were controlled remotely from an electro-mechanical 
interlocking at Knightsville, which included three cross- 
overs and a single switch leading to a siding. The 
switches and signals in both the Harmony and the 
Knightsville layout are now included in the C. T. C. 
system. At Brazil, where connections are made to 
branch lines extending to coal fields, the two crossovers 
were formerly operated by hand, but these switches and 
signals are now power-operated as a part of the new 
C. T. C. system. At Prairie, 4 miles east of Terre 
Haute, a junction layout includes two crossovers and two 
single switches leading to two freight running tracks 
which connect with the freight yard and extend through 
to a connection with the main line again at Seventh 
street, just west of the Terre Haute station. At Prairie, : —— _ 
a 14-lever mechanical interlocking was replaced by power Westward Home Signal 48L At Farrington 
switch machines and signals of the new C. T. C. system. 

At Seventh street, the switches and crossovers were pre- 
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viously operated by hand-throw stands and the signals 
were controlled by a set of four interlocked desk levers. 
These switches and signals are now power-operated and 
are included in the C. T. C. system. 

At the end of double track at Macksville, the switch 
and signals formerly included in a 17-lever mechanical 
interlocking are now power-operated as:a part of the 
C. T. C. system. At Farrington, a change was made 
to connect the passing track into the Peoria Branch 
track, thus eliminating one main line switch. This switch 
and the junction switch were equipped with power ma- 
chines, eliminating the mechanical interlocking formerly 
in service. A power machine and signals at the west 
end of the Farrington passing track are included in the 
C. T. C. system. At Marshall and at Aden, power 
switches and signals were installed at both ends of exist- 
ing 137-car passing sidings. The crossovers and switches 
at Casey were formerly included in an electro-mechani- 
cal interlocking, and the switches at East Casey and 
West Casey were power-operated and remotely con- 
trolled from Casey. These interlockings were eliminated 
by installing electric switch machines and signals, all 
included in the C. T. C. system. 

Within home signal limits at the various junctions, the 
switches and crossovers which are operated by hand- 
throw stands are each equipped with electric locks. The 
electric switch locks shown with numbers on the dia- 
gram are controlled by levers on the C. T. C. machine, 
but the other locks without numbers are controlled auto- 
matically by occupancy of certain track sections. The 
territory controlled from Terre Haute includes 18 
switches, 11 crossovers and one derail, which are power 
operated ; 30 high and 36 dwarf home signals and 3 hold- 
ing signals which are C. T. C. controlled, and 9 electric 
switch locks. Two of the holding signals, 50L and 50R, 
are located between Farrington and Macksville, and the 
third is 46R at West Farrington, immediately opposite 
manual block signal 46L which also is controlled by the 
C. T. C. system. These holding signals are provided 
to hold out approaching trains when switching moves 
are being made at Farrington. 


Centralized Control System 


On this installation, the term “field station” is ap- 
plied to a switch or a group of switches and perhaps 
crossovers, together with controlled signals. The con- 
trol of the switches and signals at the field stations, and 
the return of indications of the positions of switches 
and of aspects displayed by signals, as well as the indi- 
cation of track occupancy by trains, are all handled by 
time code controls over two line wires, one circuit ex- 
tending from Terre Haute to Harmony and another from 
Terre Haute to Casey. The C. T. C. control machine 
in the office at Terre Haute ‘was made up as three 
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Switch 51 At Macks- 
ville, a No. 20 Turnout 
With 45-Ft. Points And 
Two Operating Rods 


panels totaling 10 ft. in length, but the two end panels, 
2.5 ft. long, were set at an angle of 105 deg. with the 
center panel, so that the operator can reach any lever 
without leaving his chair. 

The illuminated track diagram, across the upper por- 
tion of the panels, has track-occupancy lamps which indi- 
cate the position of trains on all sections of the main 
tracks in the entire territory between Limedale and 
Casey. The lamp corresponding to each track section is 
lighted with an amber light when the corresponding 
track section is occupied. In order to provide a quick 
means of determining whether entire blocks between field 
stations are unoccupied on the double-track sections, 
separate block indication lamps are provided on the dia- 
gram, and are illuminated when the corresponding blocks 
are unoccupied. An operator in an interlocking at 
‘Effingham is provided with a diagram which includes 
lamps to indicate the occupancy of each main track be- 
tween Casey and Effingham. 

Each C. T. C. controlled signal is represented on the 
illuminated track diagram by an indication lamp which 
shows green when the corresponding signal is displaying 
a proceed aspect. The two-position switch levers, with 
normal and reverse indication lamps, are located in 
the upper row. The normal indication lamp is green 
and the reverse amber. The signal levers in the second 
row operate to three positions, on center to display the 
Stop aspect, and to the left or to the right to control west- 
ward or eastward signals. When all signals controlled 
by a lever are indicating Stop, a red indication lamp 
above the center position of the lever is lighted. Cer- 
tain levers in the second row are used to control electric 
locks on hand-operated switches. A total of 29 switch 
and crossover levers, 28 signal levers, and 5 electric 
lock levers are included in the machine. 


Train Graph and Telephones 


Recessed in the top of the desk of the control ma- 
chine is a train graph mechanism which automatically 
records, on a roll of paper, the passing of trains at a 
total of 23 “OS” points on this territory. The graph 
sheet moves three in. each hour. The sheet is torn 
off of the roll on the midnight line by the maintainer 
the following morning, and is filed as a record of train 
movements on this territory. 

A telephone, for the use of members of train and en- 
gine crews or other employees, is located in the vicinity 
of each C. T. C. controlled signal, and these telephones 
are connected to a line circuit which extends to a tele- 
phone line concentration unit that operates in conjunc- 
tion with a loudspeaker mounted on the control ma- 
chine. A high-fidelity breast plate transmitter is used 
by the operator for talking over these lines. 

In addition to handling the control and indication codes 
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over a two-wire line circuit between the office and the 
field stations, a telephone circuit is superimposed on 
these wires for conversation between maintainers in any 
of the instrument houses at the various field locations, 
and the operator or a maintainer in the control office. 
The line for this service is terminated in the telephone 
line concentration panel mounted in the lower portion 
of the panel to the left. 

A special feature, provided for the first time on this 
C. T. C. project, is a set of manual control levers in the 
instrument house at each field station, the purpose being 
to provide a means of local manual control for use in 
those rare emergencies when storms may tear down the 
line control wires for such extended distances that re- 
pairs cannot be completed in a short time. When such 
an emergency arises and local manual control is to be 
in effect, an operator will be placed at each of the field 
stations and work under the direction of the dispatcher. 
Normally these control levers are sealed, and a seal must 
not be broken without the superintendent’s authority. 


Benefits of the New System 


The train schedules have not been changed since the 
final section of the new C. T. C. was placed in service on 
July 31, 1940; however, in numerous instances, the new 
system has already been used to advantage in preventing 
delays and in making up time when certain trains are 
off schedule or when extra trains are operated. Under 
the previous method of directing train movements by 
time-table and train orders, a westbound freight train 
would be held at Farrington unless 25 to 30 min. was 
available to go to Marshall and get in the clear for a 
superior train. With the new C. T. C. system, this move 
can be made in 13 min., and the man at the control 
machine knows from his illuminated track diagram 
whether the required 13 min. or more is available, and 
directs the movement of the train accordingly; thereby, 
saving 30 min. or more on such trains in numerous 
instances, 

As another example, under the previous practice, if 
the dispatcher had given a freight train 45 min. to go 
from Farrington to Casey, and the crew saw that they 
could not make it, they would take siding at Aden. 
With the C. T. C. system, changing conditions concern- 
ing the progress being made by all trains are shown on 
the diagram and on the graphic train sheet of the con- 
trol machine so that the dispatcher can use the signals to 
direct trains at each field location. If he wants a train 
to take siding at Aden or to continue through onto the 
double track at Casey, he can direct and authorize the 
movements accordingly, thus saving 15 to 20 min. time. 

Through passenger trains No. 26 and No. 11 are 
scheduled to meet at Aden at 7:38 p. m. With both 
trains on schedule, the operator watches his diagram, 
and the train which arrives first is diverted onto the 
passing track, while the other train continues on the 
main line, thereby accomplishing non-stop meets in nu- 
merous instances. Similarly, if either train is behind 
schedule, the meet can be changed to some other point, 
so that a minimum of train time will be lost. From 75 
to 100 train orders were previously issued daily in the 
Limedale-Casey territory, whereas no train orders are 
issued for this territory now, except for slow orders. 

_As a part of the signaling improvement program, drag- 
ging equipment detectors, with circuits arranged to con- 
trol the signals, were installed on the eastward main 
track between Prairie and Brazil, on single track between 
Farrington and Macksville, and between Aden and Casey, 
and on the eastward main track west of Casey. 
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Eath power switch included in the C. T. C. system 
is operated by an electric switch machine equipped with 
a 24-volt d-c. motor, the operating time being about 14 


sec. An automatic overload cut-out relay is connected 
in the power circuit for each switch so that if the points 
are fouled by snow or ice, and the motor takes more 
than 12 amp., the cut-out operates automatically, but 
it can be reset by operating the lever to the opposite 
position. As a means of preventing operating failures 
which might be caused by the accumulation of moisture 
or frost on the motor commutators, or contacts in con- 
trollers, an electrical heaier unit is mounted inside the 
indication case of each switch machine. During winter 
months, this heater, which is rated at 65 watts, is fed 
from the 110-volt a-c. source. 

The standard arrangement of facing-point locks and 
lock rods as well as lockout point-detectors is used on 
each power switch. 

At the ends of double track at Harmony and at Macks- 
ville, No. 20 turnouts with 45-ft. points are used. In 
order to insure that the full lengths of these long switch 
points are operated properly, a second operating rod, 
located 23 ft. from the points, is operated by a pipe con- 
nection from the first operating rod. A separate switch 
circuit controller is connected to the switch at this second 
operating rod. In order to ease the operation of these 
switches, two sets of roller bearings are provided under 
each switch point. Normally, these bearings support 
the switch points just free of the slide plates, but when 
a train comes on the points they are pressed down on 
the slide plates. 


Position-Light Signals 


The signals controlled by the C. T. C. system, as well 
as the intermediate automatic block signals on the entire 
territory, are all of the position-light type, and the vari- 
ous aspects are in accordance with Pennsylvania stand- 
ards. As a part of the construction program, the inter- 
mediate signals were relocated, where necessary, so 
that each block is at least train-stopping distance in 
length, thus permitting the use of three-aspect signaling. 
In the approach to junctions including high-speed cross- 
overs or turnouts, an additional aspect, “approach re- 
stricting,” is provided in approach to an “approach” as- 
pect, or a “clear-restricting” aspect. 

The semi-automatic signals which are manually con- 
trolled by the C. T. C. system, normally display their 
most restrictive aspect, except when the non-stick control 
is in effect. When one of these signals is cleared to 
authorize a train movement through a block from one 
field station to another, as, for example, eastward signal 
38R at East Aden, opposing signals 40L at West 
Marshall are prevented from being cleared, and further- 
more, the opposing intermediate automatic block signals 
961 and 923 are set to their most restrictive aspect and 
are held to display these aspects as long as the C. T. C. 
control for the other direction is in effect, even on stick 
control. Because of these two features, i. e., a normal 
Stop aspect for signals authorizing movements through 
blocks, and the setting of opposing intermediate. signals, 
the layout of the intermediate signal need not involve the 
problem of staggering the intermediate signals on the 
basis of train-stopping distance, which is a matter of im- 
portance with reference to normally-clear automatic block 
signaling on single track. For these reasons, the inter- 
mediate signals were spaced on a time-distance basis, 
thus affecting the most efficient utilization of track ca- 
pacity and train spacing for following moves. 

This centralized traffic control was planned and in- 
stalled by signal forces of the Pennsylvania. 











One of the Pacemaker Lounge-Observation Cars 


Additional Modernized Cars 


for the Pacemaker 





New York Central adds two rebuilt lounge-observation cars 
and has further modernized 18 coaches to furnish 
larger lavatory facilities 


sengers and a buffet for the serving of refresh- 

ments and drinks have been in service since Sep- 
tember on the New York Central “Pacemaker,” the over- 
night deluxe coach train between New York and Chicago. 
These cars were converted at the Beech Grove, Ind., 
shops of the railroad from standard main-line steel 
coaches and conform in exterior appearance to the other 
cars regularly assigned to the Pacemaker service. The 
designs were developed by the equipment engineering 
department of the railroad. The interior arrangement, 
architectural treatment, the decorations and furnishings 
are in accordance with the plans and specifications devel- 
oped by Henry Dreyfuss in cooperation with the road’s 
engineers. 

The observation end of each car is rounded and the 
rear curved wall structure has been carried up vertically 
to the eaves and the lower deck portions of the clerestory 
are smoothly merged into the hood. 

The lounge is a single large compartment, 48 ft. 10 in. 
long. In it are three built-in seat sections, each consist- 
ing of two facing double seats with a black-linoleum-top 
fixed table between them. These seats are placed trans- 
versely of the car with a passageway at one end, and 
two are enclosed on one side by the back of the three 
built-in transverse seats. The third is against the bulk- 
head at the front end of the compartment. The seats 
are arranged so that the passageways are alternate from 
one side of the car to the other. These groups of furni- 
ture are upholstered in beige leather. 

There are also nine loose chairs and a longitudinal 


ga lounge-observation cars with seats for 37 pas- 
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double-seat sofa built in near the front end of the room. 
These 10 pieces are upholstered in plush, part wine col- 
ored and the remainder tan. 

A third group of seats is arranged at the observation 
end of the car. This consists of a double transverse 
seat facing toward the rear and in front of these, back to 
back, two longitudinal seats for three persons each. This 
entire group is built in as a unit, and is upholstered with 
beige leather. Smoking stands are located at convenient 
places throughout the car. 

The forward portion of the car contains a buffet and 
other service quarters adjoining a passageway which 
connects the main compartment with the forward end of 
the car where combined toilet and lavatory facilities are 
located. The buffet for the serving of refreshments to 
patrons of the lounge is equipped with complete facilities 
for such service, including an electric toaster. 


Interior Decoration 


The interior treatment and decoration are as follows: 
The ceiling is painted dusty beige. The deck and frieze 
panels, as well as the wainscoting, are blue-green, the 
same color being carried through the window side of 
the passageway. The pier panels between the windows 
are aluminum, satin finish. The window sash, except 
in the observation end, is black and all the window sills 
have black top surfaces with edges of stainless-steel snap- 
on moldings in satin finish. A large mirror set in an 
aluminum frame is located on the forward partition. _ 
The carpet in the body of the car and passageway '5 
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Hookloom, in three shades designated as brown, rust 
and cedar. The carpet is laid on a sponge rubber carpet 
cushion. The floor of the toilet is terra cotta linoleum. 
The window curtains for the side windows are faced on 
the inside with beige and yellow horizontal stripes. Cur- 
tains are omitted on the windows in the observation end. 


Lighting and Air Conditioning 


The illumination of the lounge is provided by fluores- 
cent lighting in a continuous trough in the ceiling. The 
lighting equipment in this trough is 14-watt, 15-in. fluor- 
escent lamps operating from 60-volt direct current. The 
fixtures were furnished by the Safety Car Heating & 
Lighting Company and are so mounted in the ceiling as 
to provide adequate lighting for the entire compartment 
with special concentration over the seat groupings. One 
of the illustrations shows the interior of this compartment 
under this illumination. 

Incandescent lamps, spaced at regular intervals in the 
spacers which separate the removable plastic over the 
fluorescent lamps in the ceiling trough, are utilized for 
dim or night lighting. The auxiliaries for each individual 
lamp are mounted on the back of the lamp reflectors. 


Tus 
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The Coach Interior—The Seating Capacity Is 46 Persons 
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Floor Plan of One of the Modernized Lounge-Observation Cars for the New York Central’s Pacemaker 


The use of 60-volt direct-current lighting eliminates the 
necessity of any special equipment as a source of power 
other than the usual car lighting batteries, generator and 
control. Each car is equipped with a 20-kw. genemotor, 
Spicer drive and automatic clutch. The genemotor can 
be operated from 220-volt, 60-cycle a. c. standby power 
facilities to carry the electrical load at terminals or to 





A Corner of the Women’s Lavatory Showing the Dressing Table 
and Mirrors 





charge the batteries. The cars are equipped with a rear- 
end sign having the name of the train and the figure of 
an approaching train in silhouette, illuminated by red 
fluorescent lamps. 

The cars are equipped with radio, having speakers 
located in the forward bulkhead of the lounge section and 
in the observation end seat. 

The lounge section and service quarters of these cars 
are air conditioned by Frigidaire electro-mechanical 
equipment. The refrigerating unit is mounted under- 
neath the car and the evaporator unit and blower fans 
are mounted overhead in the vestibule end of the car. 
The conditioned air is distributed by a centrally located 
duct above the ceiling and diffused into the lounge sec- 
tion by six equally-spaced Aerofuse outlets, the outlet at 
the observation end being a combination supply and 
exhaust fixture. The passageway is air conditioned by 
recirculated air. 

Outside air is taken in through a grille in the vestibule 
ceiling and the recirculated air grille is located in the 
ceiling under the evaporator unit. Exhaust ventilators 
are used in the service quarters, toilets and regulator 
locker and an exhaust fan is located in the upper deck 
of the buffet. 

Thermostatic control of the floor heat, overhead heat 
and the conditioned air is by means of a Vapor Car Heat- 
ing Company’s selective control panel located in a locker 
adjacent to the regulator locker. 

The exterior of the lounge-observation car is painted 
in the distinctive shade of green adopted for the Pace- 
maker equipment and an oval plaque with raised letters 
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of aluminum on a red field is located at the center of 
each side of the cars below the windows. 


Modernization of Coaches 


At the time the Pacemaker went into service, a group 
of standard mainline coaches were air conditioned and 
modernized.to provide deluxe coach equipment. The in- 
teriors were completely refinished and redecorated and 
equipped with new rotating reclining seats. A group of 
18 of these deluxe coaches was later put through the 
shop and further modernized by the installation of en- 
larged lavatory and toilet facilities and electric drinking- 
water coolers. At one end of the cars the men’s lavatory 
facilities occupy a space of 13 ft. 834 in. in length and 
was rebuilt to include two toilet rooms and four wash 


Looking Toward the 
Observation End of the 
Car from the Front End 
of the Lounge Section 
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basins, in addition to a dental bowl and a 20-in. by 3-ft 
4-in. seat. Full-length mirrors are installed in the two 
toilet-room doors and mirrors are located in the side 
window piers over the four wash basins. A large mirror 
is also located over the seat. In a recess at this end of 
the car, a luggage compartment was provided with three 
shelves. 

At the other end of the car, the women’s toilet facili- 
ties occupy a space 10 ft. 6%4¢ in. long and three wash 
basins and a dressing table with mirrors and lights were 
installed. Both of these lavatory rooms are equipped 
with the usual facilities and accessories now provided 
for equipment in this class of service. 

In the rearrangement of the facilities at the ends of 
these coaches, as described, the seating capacity was ar- 
ranged to accommodate 46 persons. 


The Lounge Section Look- 
ing Toward the Front— 
This Photograph Was 
Taken by the Illumination 
of the Fluorescent Lights 
in the Ceiling Fixtures 





































New Passenger Station Portrays 


~Modern Trends 


in Design 


The Track Side of 
the New Station at 
Saskatoon. Note 
the Large Windows 
in Waiting Room 


Structure on the Canadian National at Saskatoon embodies 
modernized version of classic motifi—Harmonizes 
with company-owned hotel nearby 


railroad passenger stations are exemplified in a 

combination station and office building which the 
Canadian National has constructed at Saskatoon, Sask. 
Embodying what might be called a modernized classic 
design, the exterior is built with simple lines relieved by 
the bold treatment of the main entrance which dominates 
the facade. Throughout both the interior and exterior 
of the structure, advantageous use was made of modern 
materials to obtain a pleasing appearance and to enhance 
the chosen motif. 

The Canadian National’s tracks at Saskatoon extend 
in a north-south direction and are paralleled closely on 
the east side for some distance by First avenue. The 
passenger station is situated between the tracks and First 
avenue and faces on the latter thoroughfare directly op- 
posite a point where it is intersected by Twenty-First 
street. Except that it is set back farther from First 
avenue, thereby allowing space for a curved driveway 
approach, the new station is situated on approximately the 
same site as the structure that it replaced. The latter 
gts brick and frame construction and had been built 
in ' 


M1 “sitvoas trends in the design and construction of 


Harmonizes With Hotel 


At the opposite end of Twenty-First street, which is 
only about 600 ft. long, stands the company’s Bessbor- 
ough hotel, which was built in 1931. Because of the 
Close proximity of the two company-owned structures 
and the fact that they are situated at the opposite ends 
of a short street, which they dominate, the new station 
was so designed as to form a complementary group with 
the hotel. The latter is of the chateau type and on the 
exterior it presents a combination brick and stone con- 
struction. The station incorporates the same architec- 
tural scheme as the hotel except that, being a public 
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building, it is more formal in appearance. The close 
relationship between the two buildings is enhanced by 
the fact that the station presents the same combination 
of brick and stone and the same color scheme as the hotel. 

The old passenger station at Saskatoon comprised the 
central unit in a group of railway buildings that formed 
a line fronting directly on First avenue. Adjacent to 
the station on the north was the company’s express 
building, while directly south of it was a structure hous- 
ing the offices of the sleeping and dining car department 
and the colonization department. As mentioned above, 
the new station is located directly behind the site of the 
old structure, being set back about 50 ft. from the street 
line of First avenue, thereby clearing the old building 
and permitting it to be maintained in service during the 
construction period. When the old building had been 
demolished, a curved drive, leading up to the entrance 
door of the new station, was constructed to give access 
to it from First avenue. Between the driveway and the 
street there is a small plot, elliptical in shape, which 
has been attractively landscaped. 

Like the old station, the new structure is located at the 
track level. There are five station tracks at this location, 
which are served by a new platform, 1,000 ft. long, di- 
rectly behind the new station, and two old island plat- 
forms which are reached by a passenger subway that leads 
directly from the general waiting room in the station. 


Construction Features 


The new structure is 208 ft. by 65 ft. in exterior dimen- 
sions and is two stories in height, with a flat roof. In 
addition to its function as a passenger station, it also 
houses the railroad’s district offices on the second floor. 
It has a concrete foundation and footings, a steel-frame 
superstructure, and exterior walls of brick and structural 
tile, the latter material also being used for the interior 
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partitions. The roof is of 4-in. concrete slabs supported 
on steel beams, except over the general waiting room 
where they are carried on structural steel trusses. Over 
the waiting room, the roof is finished with two plies of 
20-Ib. felt on one ply of 60-Ib. felt asbestos roofing laid 
on a composition insulating board, 1 in. thick. Else- 
where the concrete slabs are covered with a 4-ply tar 
pitch and gravel roof, also laid on 1-in. insulating board. 

Gray Tyndall stone is used for exterior trim. The 
coping is of this material and so is a lintel course, just 
above the second floor windows, which extends entirely 
around the structure. Bush-hammered Tyndall stone is 
used for the base course. All windows, except certain 
openings in the waiting room and at the main entrance, 
are of the double-hung type with wood cash and are 
double glazed. 

An interesting example of modernized classic design 
is presented by the facade on First avenue, which con- 
tains the main entrance, centrally located. Here the 
principal feature is a deeply recessed portico at the main 
entrance, which is flanked by massive fluted pilasters of 
Tyndall stone. Also, for a short distance on each side 
of the main entrance, the windows are separated by-sim- 
ilar, but less massive, pilasters, that extend as high as 
the lintel course, and the spandrels in these areas are of 
fluted cast iron painted an aluminum color. A feature 
of the portico is an architrave of polished black granite. 
Over the main entrance there is a marquee, trimmed with 
stainless steel, the ceiling of which contains recessed 
lights for illuminating the entrance approach. 


Illuminated Clock and Sign 


Above the marquee in the portico, there is a large plate- 
glass window with stainless steel sash. Centrally located 
in this window is an illuminated clock dial, four feet in 
diameter. The face of the clock is of sand-blasted glass 
and the numerals are painted a gold color, each illum- 
inated from behind by an incandescent light. Prom- 
inently displayed above the portico against a background 
of Tyndall stone is a sign reading “Canadian National,” 
consisting of raised letters of bronze. Surmounting the 


parapet of the structure on the facade side there is a sim- 
ilar sign in red neon letters 3 ft. 6 in. high, which is 
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clearly visible from the farthest end of Twenty-Fir:: 
street. This sign is designed with an eye to architec- 
tural values with the result that it does not detract in 
any way from the appearance of the station. 

About midway of the facade on each side of the main 
entrance there is a secondary entrance, protected by a 
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This Layout Plan of the Station Area Shows the Location of the 
New Station Relative to Existing Facilities 


small marquee, also trimmed in stainless steel. The sec- 
ondary entrance at the northerly end of the station gives 
access to the telegraph office and other facilities in that 
portion of the structure, while the other leads primarily 
to the city ticket office, but also serves as an entrance 
for bus passengers and affords convenient access to the 
baggage room. To bring them into harmony with the 
new station, the near ends of the two existing structures 
at each end of the station have been modernized and re- 
faced on the exterior. As a result, since the ends of the 
two buildings are. about even with those of the new 
station, they have the appearance of being wings of the 
latter. 

On the track side of the station the elevation presents 
the same combination of Tyndall stone and brick as the 


Interior of the Gen- 
eral Waiting Room. 
The Main Entrance 
Is at the Left, While 
the Stairway at the 
Right Leads to 
the Subway and 
Track Platforms 
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main facade. This side of the structure is dominated by 
three massive plate-glass windows with steel sash, which 
are centrally placed in the elevation and which provide 
daylight illumination for the main waiting room. Di- 
rectly above the windows the word “Saskatoon” is formed 
by large bronze letters placed against a brick background. 
This side of the structure contains two doorways for 
patrons, each with a small marquee, that open directly 
onto the station platform from the waiting room. A 
secondary doorway is also provided, principally for the 
use of employees, while at the south end of the eleva- 
tion there are two large openings, fitted with overhead 
wood doors, that give access to the baggage room. In 
the southerly elevation of the station there is a similar 
but larger doorway opening into the baggage room. A 
trucking platform at this end of the station is protected 
by a canopy, 12 ft. wide, which extends the entire width 
of the structure. 


Interior Arrangement 


The principal element of the station interior is the 
business lobby and general waiting room, which is 40 
ft. by 90 ft. in plan. This room is reached from the 
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Although the entire area under the station has been 
excavated, only about half of it is occupied by finished 
basement space. In addition to a number of storage 
rooms, this space includes a kitchen supply room, locker 
and toilet facilities for different groups of employees, and 
power, battery, fan and blueprint rooms. 


Interior Treatment 


In interior treatment, the main waiting room presents 
an example of modern practice which relies for effect 
on good proportions and pleasing color schemes, rather 
than on excessive ornament. Here the side walls are 
lined up to the gallery with large tiles of a reddish-brown 
color, which are relieved by pilasters of polished Tyndall 
stone extending 27 ft. to the ceiling. The tile walls have 
a black marble base and are surmounted by a plaster 
capping. 

A solid balustrade, the face of which is finished in 
hard-face plaster and colored in pastel shades of green, 
encircles the room at the gallery level. Surmounting this 
balustrade is an aluminum rail of modern design with a 
wood hand piece. The stairway leading to the subway, 
which is directly opposite the main entrance to the wait- 
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Ground-Floor Plan of the New Station 
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main entrance through a vestibule which is flanked on 
the left side by the general ticket office and on the other 
side by a hall leading to stairways that give access to the 
second floor and to the basement. Most of the facilities 
provided for serving the needs of patrons are grouped to- 
gether in the northerly portion of the first floor, these 
including the rest rooms, a telegraph office, a lunch room 
and kitchen, and a central arcade. Facilities at the other 
end of the main floor include, in addition to the general 
ticket office, a parcel check room, a station master’s 
office, a baggage room and the office of the district pas- 
Senger agent. 

The general waiting room occupies the entire height 
of the station and is completely encircled at the second- 
floor level by a gallery that affords access to and between 
the offices on that floor. These include the offices of the 
general superintendent, the superintendent, the district 
engineer, the superintendent of motive power and car 
equipment and the chief timekeeper, including space for 
clerical and other workers. The operating room of the 
telegraph department is also located on the second floor. 


ing room, is also protected by similar rails. The floor 
of the waiting room is of terrazzo in colors that harmon- 
ize with the walls. As in all other public rooms in the 
station, the ceiling in the waiting room is of the suspended 
type and is finished in plaster. Here reliance for decora- 
tion is placed on a series of deep rectangular coffers. 

The lighting of the main waiting room is also done 
in the modern style, the principal feature being three 
massive fixtures suspended from the ceiling. These are 
constructed of stainless steel and each of them embodies 
four parallel bars of this material, symbolizing a double- 
track railroad, and is suspended from the ceiling by three 
stainless steel hangers. Each of the fixtures contains 
three light units of the type that provide both direct and 
indirect illumination. All other lights in the waiting 
room are located under the galleries, are of the lense 
type and are flush with the ceiling. These fixtures are 
so placed as to concentrate the light on such facilities as 
the ticket windows, the baggage and parcel checking 
openings and a news stand. 

Woodwork is used sparingly in the waiting room, be- 
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This View of a Portion of the General Waiting Room Emphasizes 
the Attractive Nature of the Appointments 


ing largely confined to doors and their trim, and is of oak 
with a natural finish. At widely-spaced points in the 
general waiting room there are four settees of the 
back-to-back type, while against the outer wall on the 
track side of the room there are two other settees. All 
the settees are also of oak with a natural finish. Addi- 
tional seating capacity is provided in the respective rest 
rooms, 

Opening directly from the waiting room at its northerly 
end is the lunch counter which also contains a soda foun- 
tain. This room is gaily decorated in blue and primrose 
colors and contains a lunch counter and stools of the 
latest type. The counter top is covered with bright blue 
linoleum while the stools are finished in leather of a 
corresponding shade of blue. The rest rooms also in- 
corporate the latest practices as to design and fixtures, 
a feature of which is that the partitions between adjoin- 
ing toilets extend to the ceilings and are lined with vitre- 
ous tile. 

The upstairs offices and other rooms for employees in 
the new station have plaster walls and ceilings and wood 
trim. In the design of these rooms the color scheme, 
together with the ventilation and the lighting, both nat- 
ural and artificial, was given careful consideration with 
a view to obtaining ideal working conditions. As a re- 
sult of tests which demonstrated that this color is restful 
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to the eyes, a soft shade of green was chosen for the office 
walls. The artificial lighting is of the direct-indirect type 
and is designed to produce adequate illumination without 
the use of desk lamps. 

The new station is heated by steam furnished from + 
new central power plant that also serves other railway 
buildings in the station area. In the station the heating 
system embodies concealed convection-type radiation, 
except in the baggage room which is heated by two unit- 
type heaters. To assure an adequate supply of fresh air 
in the station at all times, winter and summer, a forced 
ventilation system was installed which is designed to 
furnish 20 cu. ft. of fresh air per minute for each person. 
Four intake fans are provided for this purpose in the 
basement, while stale air is drawn off by exhaust blowers 
located on the roof. Incoming fresh air is cleaned by 
passing it through cleanable oil-dipped filters, and during 
cold weather this air is pre-heated by means of fin-type 
blast heaters. A hot-air system is provided for heating 
the passenger subway. 

The subway, which is connected with each of the island 
platforms by two stairways, is 20 ft. wide and 110 ft. 
long and is of reinforced concrete construction. The side 
walls are lined with vitreous tilé of an oatmeal color, 
relieved by bands of green, while the floor is of terrazzo 
in colors that are complementary to those of the side 
walls. Illumination in the subway is furnished by flush 
lights of the lense type. Metal kiosks are provided on 
the island platforms to protect the stairways leading to 
the subway. 

This project was executed under the general super- 
vision of H. A. Dixon, chief engineer of the Canadian 
National System. The station was designed under the 
direction of John Schofield, architect. The Smith Broth- 
ers & Wilson Company, Regina, Sask., was the general 
contractor on the project. 


“Full Cushion” Truck 


HE Allied Railway Equipment Company, Chicago, 

[ is offering a high-speed freight-car truck which 

has shown favorable results in both test and reg- 

ular service. Known as the “Full Cushion” truck, it is 

a cast-steel development of the truck of that name in- 

cluded in the Association of American Railroad tests last 
year at Altoona, Pa. 

The side frames and bolsters are designed to comply 





The Full Cushion High-Speed Freight-Car Truck 
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fully with all A. A. R. specifications for material and for 
test requirements. 

The truck provides long vertical spring deflection. It 
also provides lateral stability by limiting to the wheels 
and journal boxes all the lateral reactions from the 
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gated holes or slots, through which the spring-support 
bar may be readily inserted. 

These journal-box hangers can swing laterally of the 
truck about the bearing point on top of the boxes, their 
neutral position being with the lower ends angled out- 
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General Arrangement of the 


wheels. This lateral control also eliminates the usual un- 
squaring forces of a rigid type of truck. Vertical and 
lateral shocks at all car speeds are said to be absorbed in 
the truck itself, therefore not being transmitted to the 
car body or its lading. 

The Full-Cushion truck differs from other freight 
trucks in that, with the bolster resting directly on the 
side frames and automatically locked in position, an 
H-shape rigid assembly serves as the main member of 
the truck. 

The separate journal boxes can move vertically and 
also laterally in the pedestal openings of the side frames. 
The boxes for each pair of wheels are connected rigidly 
together by a rectangular frame that spans the wheels 
and, therefore, move laterally as a unit, the vertical move- 
ments being independent. This frame provides a sup- 
port for the usual brake beam and connections and is 
suitable also for the use of clasp brakes when desired. 

Springing is accomplished by the use of two long 
double coil springs of large diameter, one at each side 
of each journal box, housed in space in the side frame 
adjacent to the pedestal guide. The springs when in 
position rest on seat castings, which engage a spring-sup- 
porting bar extending across the pedestal openings below 
the journal box and between guides at the lower end of 
the pedestal jaw. 

The spring load is transmitted to the journal box from 
the spring support bar through an inverted U-shape 
hanger which straddles the box and projects below it. 
The enlarged ends of this hariger are designed with elon- 
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Full Cushion Freight-Car Truck 


ward. Provision is made, by means of safety stops on 
the journal box contacting the side frame, for generous 
lateral motion of the wheels, axles and journal boxes in- 
dependent of the truck bolster and side frames. 

The assembly of the truck and the relative movement 
of the main framing and the wheel and box assemblies 
are shown in the drawing. 





View of Tunnel and Rock Cutting Near Bulkley Canyon, B. C., on 
the Canadian National's Prince Rupert Line 











Would Alter Methods of Chi. Board 


Attorney General's group favors changes asked by carriers— 





Would also improve I. C. C. practices 


tive Procedure made public on January 25 its long- 

awaited report which is the result of an exhaustive 
two-year study of the various administrative agencies of 
the federal government. The report, which is 1,000 pages 
in length, including appendices, finds that the agencies 
are so diverse in character that in many instances they 
must be dealt with individually rather than in terms of 
general recommendations. Accordingly, the committee 
has included in its report a group of detailed technical 
recommendations for changes in each of the individual 
agencies which it has studied. In addition, it has made 
a series of general recommendations, applicable to all 
agencies and which have been embodied in a proposed bill 
which accompanies the report and which has been sent to 
the Congress for its consideration. 


i ig Attorney General’s Committee on Administra- 


General Changes Are Advocated 


The committee does not find that there is need for 
increased judicial review as was contemplated in the 
vetoed Walter-Logan bill, but, instead, urges the follow- 
ing changes in administrative procedure: 

1. The appointment of independent “hearing commis- 
sioners” who would conduct formal hearings and make 
decisions in the first instances in cases before the vari- 
ous administrative agencies. The practice of using re- 
view attorneys would be abolished. 

2. The establishment of an independent office of Fed- 
eral Administrative Procedure which would appoint the 
hearing commissioners and make a continuing study of 
the work of the administrative agencies. 

3. A delay of 45 days from the time it is issued before 
a rule of an administrative agency becomes effective. 

4. The issuance of declaratory rulings by all the ad- 
ministrative agencies. 

5. Simplification of administrative procedure by ex- 
tending the use of conferences and other informal methods 
to settle controversies. 

A minority report, filed by Carl McFarland, former 
assistant Attorney General; Dean E. Blythe Stason of 
the University of Michigan Law School; and Arthur T. 
Vanderbilt, former president of the American Bar Asso- 
ciation, agreed in the main with the majority report but 
insisted on detailed legislation providing for a wider 
judicial review of agency actions and for further separa- 
tion of the prosecuting from the judging functions of the 
administrative agencies. The minority also submitted a 
bill setting out its views. 


Rail Agencies Are Criticized 


There are several sections of the report which are of 
interest to the railroad industry. Among the agencies 
for which the committee submitted specific recommenda- 
tions and criticisms are the National Railroad Adjust- 
ment Board, the Interstate Commerce Commission, and 
the Railroad Retirement Board. 

In the case of the National Railroad Adjustment 
Board, an agency around which there has raged a violent 
controversy between representatives of the carriers and 





254 


WasuinerTon, D. C. 


organized railroad labor, the committee recommended sev- 
eral of the most important changes in procedure which 
had been asked for at earlier hearings by the railroad in- 
dustry. Some of these changes, which were set out in 
detail in the Railway Age of June 29, 1940, page 1185, 
include a limitation on the time of filing claims, uniform 
procedure before all divisions of the Board, and the tak- 
ing of stenographic transcripts of oral arguments for the 
use of referees. 

The Interstate Commerce Commission, in addition to 
coming under the recommendation as to the use of hear- 
ing commissioners, was criticized for requiring answers 
to be filed to all complaints and for its failure to take 
judicial notice of facts which are generally known. The 
committee also suggested that the I. C. C. further clarify 
its findings of fact in its opinions. 

As a preface to its specific recommendations for the 
Adjustment Board, the committee noted that some of its 
procedural difficulties stem from the fact that its mem- 
bers are “essentially representatives of the litigants be- 
fore it, rather than impartial arbiters of the controversies 
presented for decision.” 

“Since the activities of this board,” declared the com- 
mittee, “bear so intimate a relationship to the whole sub- 
ject of employer-employee relationships in the transpor- 
tation industry, this committee is not prepared to recom- 
mend that the board be replaced by a new nonpartisan 
tribunal until such time as the advantages of that type 
of organization are acknowledged by all parties con- 
cerned.” The committee believes, however, that if such 
a nonpartisan agency could be brought into being it 
would be superior to the ‘one now maintained. 


Specific Recommendations Are Made 


The specific recommendations regarding the Adjust- 
ment Board are as follows: 

1. (The railroads had objected to the absence of a 
time limit on the filing of retroactive awards.) In the 
absence of appropriate action by the board, it is recom- 
mended that the Railway Labor Act be amended to re- 
quire that claims, in order to be cognizable by the board, 
be filed within a period not later than one year following 
the act or acts against which complaint is made. 

2. (The report points out that the general practice be- 
fore the various divisions of the board is to file both the 
complaint and the answer simultaneously, a practice 
which the carriers object to as unfair.) The report rec- 
ommends that the claimant be required to make his sub- 
mission, with opportunity thereafter to the defendant 
to make a responsible submission. This change could _ 
be accomplished either by the board or by legislation. 

3. (According to the report, at present no stenographic 
records of the proceedings are made, and the carriers 
have objected to this practice.) The committee recom- 
mends that stenographic transcripts of oral arguments 
before the different divisions be authorized if funds per- 
mit. It feels that such a record would be an asset to 
referees since they get more than half of the cases. No 
changes are recommended in the hearing technique. 

4, (Various divisions do not at present allow oral argu- 
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ments or briefs, while others do, thus failing to establish 
a pattern of uniform procedure, says the report.) It is 
recommended that the privilege of making oral argu- 
ments or filing briefs should be accorded all parties by 
each of the divisions, thus making the procedure uni- 
form. 

5. (According to the report, Division 1 is now three 
years behind in its docket and is losing ground, due to 
the fact that it handles some 80 per cent of all the cases 
and inherited a large accumulation at the outset of its 
career.) The committee recommends that cases should 
be heard by panels consisting of an equal number of 
labor and carrier men (one or more of each) instead of 
the full membership of 10. The report goes on to say 
that “because members representing carriers and em- 
ployees almost invariably vote en bloc, it may reasonably 
be supposed that the recommendations of the two-mem- 
ber panel would normally be adopted by the division. In 
infrequent cases of interunion disputes and in cases which 
concern rivalries among diverse interests on either the 
carrier or labor side, panels of four or six members might 
be designated, or they might be decided in the first in- 
stance by the entire division, since they would constitute 
a relatively inconsiderable burden.” 

6. (At present no individual claims are set down for 
hearing; while notices of hearings are sent only to the 
immediate parties. The board deals only with labor 
unions and notifies only the particular railroad involved 
and the labor union, refusing to deal with individual 
members of a union, asserts the report.) In this regard 
the committee points out that employees are not left 
without a remedy since the courts have held that they 
may assert contract claims against carriers directly in 
court and may also enjoin the carrying out of the board’s 
orders. Commenting further on its refusal to accede to 
the request of the carriers for the right of notification 
and intervention in a proceeding in which either the em- 
ployee’s or the carrier’s rights might be affected, the 
committee has the following to say: 

“Whether in these two situations the statute, which 
isnot wholly clear upon either point, should be amended, 
is a question upon which the committee has arrived at 
no final determination. The question is more than one 
of procedure. It involves considerations of labor policy 
and of the nature and philosophy of collective agreements 
which appear to the committee to be beyond the practic- 
able scope of its inquiry.” 


Criticisms of the I. C. C. 


The committee has the following suggestions and criti- 
cisms to make of the I. C. C. procedure: 

1. Answers to complaints need not be made unless 
the defendant so elects. 

2. Greater effort should be made to clarify its findings 
of fact. The committee feels that counsel fail to observe 
I. C. C. rule of procedure XIV (a), providing that each 
brief “should include requests for such specific findings 
of fact as the party thinks the commission should make.” 

3. The committee also believes that the commission 
“has limited unduly its own power to take official notice 
of facts well known or readily available to it. As a 
consequence of its doubts concerning its power to act 
upon the basis of general facts within its knowledge 
though not formally proved, the commission has been 
compelled to countenance unnecessarily protracted hear- 
Ings and has even occasionally decided cases without 
reference to actual knowledge which might have altered 
the results.” It is also felt by the committee that the 
commission should make use of the information which it 
has in its own files. 

4. Although pointing out that the commission’s Bu- 
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reau of Informal Cases has been “highly effective in sav- 
ing time and money,” the report further suggests that 
this bureau might well use oral conferences in expediting 
the work before it. 

The report contains some criticism and recommenda- 
tions as to the procedure of the Railroad Retirement 
Board, but these are of a technical nature, dealing with 
the procedure in medical examination of applicants and 
the mechanics of appealing cases which are decided ad- 
versely to the employee. 


- New Office Would Be Set Up 


The bill accompanying the majority report would set 
up an Office of Federal Administrative Procedure, which 
would be established to review the procedures and prac- 
tices of the administrative agencies. The new office 
would be composed of a director appointed by the Pres- 
ident, with the advice and consent of the Senate, an 
Associate Justice of the United States Circuit Court of 
Appeals for the District of Columbia to be designated by 
the Chief Justice of that court, and the Director of the 
Administrative Office for the United States Courts who. 
is appointed by the Supreme Court of the United States. 
The Director of the Office of Administrative Procedure 
would make a continuing study of the work of the ad- 
ministrative agencies, receive complaints from members 
of the public, and from time to time would make such 
recommendations to the agencies and to the Congress as 
might be desirable to achieve as much uniformity in ad+ 
ministrative procedure as possible. 

The proposed bill would also create a new corps of 
officers to hear and decide cases in the administrative 
agencies. These officers would be known as hearing 
commissioners, would be nominated by the administrative 
agency, and would be appointed, after investigation, by 
the Office of Federal Administrative Procedure. To 
assure their independence, says the report, these hearing 
commissioners would be given a seven-year term of oi- 
fice and would be removable for cause only by the Office 
of Federal Administrative Procedure. Their salaries. 
would also be fixed by law at $7,500 a year. 


Hearing Commissioners Like Trial Judges 


It is further explained that the functions of the hear- 
ing commissioners would be analagous to those of trial 
judges. In each case heard by a hearing commissioner 
his decision would be final unless appealed to the head of 
the agency. The committee recommends that on appeal 
the findings of fact of the hearing commissioners be left. 
undisturbed unless clearly erroneous. A major objective 
of the committee’s recommendation, it is stated, is to 
limit further agency review of the decisions of hearing 
commissioners so as to make it possible for the agency 
heads themselves to examine and decide cases on appeal, 
and thus to abolish review attorneys. 

In order to effect an internal separation of the func- 
tions of judge and prosecutor, the committee recommends. 
that the hearing commissioners be a separate unit entirely 
divorced from any investigative or prosecutive activities.. 
Persons within an agency who investigate or present cases 
will have no part in the decision and will not act as con- 
sultants for agency heads who decide cases on appeal. 
It is also recommended that the agency heads divorce- 
themselves as far as possible from the initiation of action 
by delegating that function to responsible officers in the- 
agency who will have no part in the deciding. 

The committee was headed by Dean Acheson of Wash- 
ington, D. C., chairman, and Professor Walter Geilhorn 
of the Columbia Law School served as director of the 
committee’s staff. 
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Eastman Speaks 
To Water Lines 


Coastal carriers seen in ‘‘ser- 
ious situation’’ from rising 
costs, diversion of ships 


That a number of Gulf and Atlantic 
coastwise ship lines have abandoned or are 
about to abandon important parts of their 
operations because of serious financial 
losses incurred and that studies are now 
under way to determine “what increases 
of rates are feasible’ was revealed by 
Chairman J. B. Eastman of the. Interstate 
Commerce Commission in an address be- 
fore the Maritime Association of the Port 
of New York on January 28. After in- 
formal studies in collaboration with Com- 
missioner Woodward of the United States 
Maritime Commission, the speaker is “left 
with the impression that a very serious 
situation exists.” 

While he is not justified in expressing 
positive conclusions, he understands that 
the coasiwise lines have suffered heavy in- 
creases in operating costs, especially in 
terminal loading and unloading, while at 
the same time their rates and charges have 
been reduced to meet competition among 
themselves and with railroads and trucks; 
that they have not been able to replace a 
large number of old and inefficient vessels 
in their fleets and that for a long time cer- 
tain lines have been operating in the red 
while others are making only a slim mar- 
gin of profit with inadequate provision for 
depreciation and obsolescence. Since the 
war now creates an excellent market for 
even obsolete equipment, the abandonment 
picture is “more than likely to go from 
bad to worse.” 

The I. C. C. chairman expressed the be- 
lief that “chances do not seem good” that 
the lines in question can now be persuaded 
to restore service already discontinued or 
to forego further announced discontinuance. 
Furthermore, the new act does not give 
the I. C. C. specific authority over aban- 
donment or discontinuance of service by 
water carriers. Since the services of these 
carriers are “a vital factor in the business 
of many important industries” and discon- 
tinuance of services would be “peculiarly 
unfortunate when the country is concen- 
trating on a huge program of national de- 
fense,” he believes that conditions should 
be corrected, if possible, to prevent still 
other unfortunate results in the future. The 
situation would seem to require the co- 
operation of several interested parties as 
well as the government, including shippers, 
port authorities, labor, railroads, motor 
carriers and the water carriers themselves. 


Speaking further on the subject, Mr. 
Eastman said: “Studies are now under way 
in which the water carriers, railroads, and 
port authorities are participating, and in 
which I hope that the motor carriers may 
join, for the purpose of determining what 
increases of rates are feasible. If these 
studies ripen into definite proposals for 
increases, the shippers will of course have 
an opportunity to consider such proposals 
and express their views, and I may say 
that the Commission has made no commit- 
ments whatever, either express or implied. 
I hope that when the shippers come to 
consider any such proposals, however, they 
will keep in mind the serious conditions 


. which an increase in revenue will go far 


to improve. The port authorities may well 
consider, also, whether some of their own 
charges may not be unduly burdensome to 
the carriers. 

“As for labor, I am of course in no 
position to say that wages and working 
conditions have gone beyond a point that 
is just and reasonable. In such matters, 
however, there is no definite measure of 
what is just and reasonable, and there are 
often practical considerations which can- 
not with any advantage be overlooked. It 
may be better to have work at a lesser 
rate of pay, for example, than to have no 
work at all, and loss of work may come 
either from abandonment of operations or 
from the substitution of labor-saving de- 
vices. Such devices are now employed in 
terminal operations by tankers and certain 
other water carriers of cargo in bulk, and 
the Seatrain is an illustration of what may 
be accomplished with cargoes in general. 
Certainly, also, those who have good pay 
and favorable hours ought to feel an obli- 
gation to give good work in return. 

“My impression is that there are other 
things, in addition to rates and charges, to 
which the water carriers may well give 
attention. Apparently there has in the past 
been a heedless multiplication of competi- 
tive services, so that there may now be 
opportunities, within the .limits which the 
law permits, for a co-operative allocation 
or combination of various operations which 
will improve net earnings. It is reasonable 
to believe, also, that there still remain 
opportunities for improvement in the effi- 
ciency of management and operation.” 


\/President Thinking About Appoint- 


ing Transport Study Board 


President Roosevelt said at his January 
24 press conference that he expected this 
week to be considering the matter of ap- 
pointing the study board called for in the 
Transportation Act of 1940. No further 
announcement had been made by the time 
this issue went to press. 
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Attack Rule on 


Investment Acct. 


Carriers oppose rule which 
would write down book value 
of reorganized roads 


Writing down the property accounts of 
reorganized railroads to conform with 
“after-the-wringer” capitalizations might 
facilitate the raising of future rate issues 
which could be prosecuted to a point where 
the now-solvent carriers would change 
places with the insolvent ones. This was 
one of the “all sorts of difficulties” sug- 
gested to the Interstate Commerce Com- 
mission by Judge R. V. Fletcher, vice- 
president and general counsel of the Asso- 
ciation of American Railroads, in his Jan- 
uary 23 argument in the Ex Parte No. 
138 proceeding wherein the reorganization 
committee for the Chicago Great Western 
has asked the commission to reconsider 
Division 1’s disapproval of accounting en- 
tries designed to reflect the new set-up in 
the property accounts of the reorganized 
company. 

The issue in the proceeding centers on 
the C. G. W. reorganization committee’s 
effort to have the reorganized company’s 
property accounts show an investment in 
road and equipment based on I. C. C. val- 
uation figures, i. e., the valuation as of 
1914-1916 price lévels plus additions and 
betterments since that time. Division 1’s 
view is that the property investment should 
be stated as a balancing figure to offset the 
par value of the capital stock and funded 
debt and other liabilities assumed, and 
minus the current and other assets. Spe- 
cifically, under the reorganization commit- 
tee’s proposal, the new C. G. W.’s account 
701, Investment in Road and Equipment, 
would show $88,000,000, while on the lia- 
bility side there would be an entry of $23,- 
000,000 under new account 75714, Reorgan- 
ization Adjustment of Capital, and another 
of $6,200,000 under account 776, Accrued 
Depreciation-Equipment. Under Division 
1’s proposal these two liability-side items 
would be eliminated, and the property ac- 
count would be correspondingly reduced to 
show an investment in road and equipment 


* of $58,900,000. As noted in the Railway 


Age of January 11, page 153, the A. A. R. 
intervened because of the interest of all 
the railroads in the matters in issue. 

Other interveners in support of the posi- 
tion of the C. G. W. reorganization com- 
mittee were the Security Owners’ Associa- 
tion, represented by Kenneth F. Burgess 
and F, N. Oliver; and the Transportation 
Association ‘of America, represented by H. 

(Continued on page 262) 
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Clement Stresses 
R. R. “Relations” 


Better understanding among: 


public, labor and govt. 
seen as need 


If Americans “are to continue a free 
people, with free institutions, a republican 
form of government, and not a socialistic 
or an autocratic state; if the great in- 
dustries and business of this country are to 
remain privately owned and operated, they 
will have to face constructively the change 
that is taking place in their relationships 
with the public, with the people they em- 
ploy, and with the people who own them.” 
Such was the message of M. W. Clement, 
president of the Pennsylvania, to the Traffic 
Club of Pittsburgh—the annual dinner of 
which he addressed on January 24. 

Mr. Clement’s address was entitled “Some 
Concepts of Regulation”; he expressed the 
opinion that regulation of business is bound 
to increase and that, as illustrated by the 
transportation business, the regulators often 
lose sight of the proper function and limita- 
tions of regulation. In the first part of his 
talk, he set forth some of the basic changes 
taking place in the world by “unrest of the 
people,” a force which is having great 
affect in our domestic affairs. “As the 
praetorian was once accustomed to auction 
off the crown of Caesar, shall we all come 
to the point where blocs and groups with 
axes to grind will auction off our repre- 
sentative form of government?” 

That there is a clash between business 
and government, he does not doubt: “The 
desire for power of the bureaucrat; and, at 
times, his arrogant approach, his lack of 
responsibility, does not team with the de- 
sire for accomplishment, the ambition, the 
independent and, at times, narrow view, 
and the responsibilities of the business 
man.” But he believes we can readjust our 
relationships with each other so as to go 
forward. The P. R. R. president warned 
non-railroaders that just as regulation came 
to the transportation industry because of 
“clashes with the people . . . so in time is 
regulation coming to you in whatever line 
of endeavor you may be.” 

Railroading today, he declared, is regu- 
lated by men whose foremost qualification 
seems to be that they shall have no experi- 
ence in the industry they regulate and prac- 
tically none in regulation itself. But that 
perhaps is the way it should be. “Spare us 
from the professional regulators. Spare us 
from a Commission made up of ex-rail- 
roaders. They would spend not some but 
Practically all their time trying to tell us 
how to run our business.” However, be 
they trained or not, those with regulatory 
responsibilities should not “aggrandize their 
Positions to the point where they can im- 
pose upon the people their own judgment, 
their own will, and their own ideas of 
managerial functioning.” 

For, according to the speaker, when they 
do so, it “bodes no good for the industry 
that is being regulated, nor the patrons who 
are automatically regulated with it.” In 
some cases the growth of regulation has 
Sone so far that access to the court is 


RAILWAY AGE 





“Uncle Dan” Marks 80th 
Birthday on January 28 


Daniel Willard, president of the 
Baltimore & Ohio since 1910 and 
dean of American railroad presidents, 
marked his 80th birthday on Janu- 
ary 28 by going to his desk as usual. 
At his own request no ceremonies 
were held. 











being denied. “One may wonder with the 
rapid promotions from these bureaus to the 
courts, whether the courts themselves will 
furnish an answer to this problem.” 

The genius and the enterprise of the in- 
dividual is the source of “all progress in 
the course of human events,” in the opinion 
of the speaker. Each individual has his 
contribution to make to the common cause 
—be he “a captain of tens, a captain of 
hundreds, of thousands, of tens of thous- 
ands”; whatever his attainment, it is the 
result of his individual qualities of thought 
and leadership. 

Mr. Clement warned against attaching 
catch phrases and labels to people and then 
condemning them because of these mean- 
ingless tags. Among such labels which 
draw opprobrium be mentioned “power” 
and “wealth”; the “men who ‘run Ameri- 
ca’”; the “men who ‘control industry’ ”; 
“men who ‘control wealth’”; “malefac- 
tors”; “economic royalists” and so on. 

Of railroad employees, Mr. Clement said: 
“Labor should be as much interested in the 
welfare of the industry as are the stock- 
holders, since both are partners in the 
same venture. Labor is represented by two 
elements, both of which have their origin 
in labor itself: One is management; and 
the other is the selected representatives of 
labor for collective bargaining. Both of 
these elements are responsible to labor and 
for labor. The one probably represents 
labor’s long-range viewpoint ; and the other 
probably represents labor’s short-range 
viewpoint. Their relations with each other 
require regulation. These two, together, 
should create, out of their own experience, 
joint machinery to handle these regulatory 
matters which have to do with labor. Al- 
ways with the idea of eventually arriving 
at a solution, the problems should be jointly 
reviewed, jointly discussed, and jointly de- 
cided. If an impasse is reached, these two, 
together, should assume the responsibility 
for determining how a solution shall be 
reached.” 


State Officials Discuss “Trade 
Barriers” 

Meeting in Washington, D. C., last week, 
the Council of State Governments adopted 
a six-point program in connection with the 
“interstate trade barrier” situation. A res- 
olution adopted at the meeting called for 
discouraging the introduction of new “trade 
barrier” measures in state legislatures; en- 
couraging repeal of existing “barrier” 
laws; regional hearings to promote coop- 
eration between the states; urging gover- 
nors to veto “trade barrier” bills; and es- 
tablishing a joint committee on federal- 
state relations for the purpose of consid- 
ering “trade barrier” problems. 
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R. Rs. May Get 
Added Tonnage 


Drastic curtailment of coast- 
wise ship service stressed 
by recent events 


The possibility that the railroads may get 
added tonnage because of recent drastic cur- 
tailments in Atlantic and Gulf coastwise 
steamship service was seen in developments 
which have taken place during the past sev- 
eral weeks. Although the Maritime Com- 
mission, which has had jurisdiction over 
this service (now coming under Interstate 
Commerce Commission regulations), has 
made no factual study of how many ships 
are now available for the Atlantic and Gulf 
coastwise operations, two events have re- 
cently taken place which emphasize the 
gravity of the situation. 

The first of these was the notice of 
abandonment of certain parts of its Atlantic 
Coast-Gulf service by the Clyde-Mallory 
Lines and a resultant abandonment of some 
of the services of the Morgan Line. The 
second event was a hearing recently held in 
Washington, D. C., by the Maritime Com- 
mission and the Interstate Commerce Com- 
mission at which were present shippers, 
operators, and railroad men concerned with 
the coastwise operations. At this hearing 
representatives of both the Clyde-Mallory 
Lines and the Morgan Line testified that 
the rates wete so low and operating costs 
so high that it was impossible for them to 
continue in the business, and that as a con- 
sequence, they were withdrawing some of 
their least profitable services, including 
among them that from Boston to the Gulf 
ports. 

It has also been reported that Lykes 
Brothers had decided to drop some of its 
Gulf service due to increased costs and the 
profitability of other services. At the re- 
cent hearing operators also emphasized 
that they could not possibly earn enough to 
purchase new ships and that their present 
vessels were fast reaching the time when 
they would have to be retired. 

That the situation is grave was indicated 
by Chairman Eastman of the Interstate 
Commerce Commission in a speech which 
he delivered before the Maritime Associa- 
tion of the Port of New York at New 
York City on January 28. Chairman East- 
man went on to say in his speech that “Dis- 
continuance of that service would be un- 
fortunate at any time, but it is peculiarly 
unfortunate at a time when the country is 
concentrating upon a huge program of na- 
tional defense.” 

Meanwhile, the Maritime Commission 
takes the position that there is no shortage 
of shipping space in the intercoastal service. 
Despite the fact that since the outbreak of 
the war in Europe the number of ships in 
that service has dropped from 178 to 127, 
with some 50 ships having either been sold 
abroad or chartered for foreign service, yet 
the commission says that the 127 ships are 
carrying more freight than the 178 were at 
the beginning of the war. What complaints 
have been coming in about a shortage of 
shipping space, says the commission, are 
coming from those shippers who are un- 
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willing, to pay the higher rates which are 
now in effect. 

Speculating on the possibility that those 
ships now in the intercoastal service might, 
in case of an emergency, be transferred to 
transoceanic service, attaches of the com- 
mission say that this could be done, but 
that it would have to be an exceedingly 
grave emergency to justify taking these 
ships off the intercoastal run. 


Status of R. F. C. Rail Loans 


The monthly financial statement of the 
Reconstruction Finance Corporation as of 
December 31, 1940, shows disbursements 
to railroads (including receivers) of $786,- 
604,805 and repayments of $312,600,714. 


Freight Station Men to Meet 
June 17-19 


The Freight Station section of the Asso- 
ciation of American Railroads will hold 
its next meeting at the Statler hotel, St. 
Louis, Mo., June 17 to 19, inclusive. 


Officers of Mexican Board Elected 


Robert Lopez, who was assistant execu- 
tive president of the National Railways of 
Mexico in 1936, has been elected president 
of the Mexican government’s decentralized 
board that will operate the railways. Jesus 
B. Gonzalez has been elected secretary. 


Fan Activities 

The Railroadians of America will hold 
its second annual dinner at the Pennsylva- 
nia Y. M. C. A., New York, on February 
13, at 6:30 p. m. Colonel R. S. Henry, 
assistant to the president, Association of 
American Railroads, will be the main 
speaker. 


Santa Fe Directors Meet in Chicago 


For the first time since 1920, the regular 
monthly meeting of the executive com- 
mittee and the board of directors of the 
Atchison, Topeka & Santa Fe was held in 
Chicago instead of New York, the usual 
meeting place. The meetings were held in 
the railway’s offices on January 29. 


Tax Commissioners to Meet 
February 11 


The regular semi-annual meeting of the 
Western Association of Railway Tax Com- 
missioners will be held at the Palmer 
House. Chicago on February 11. E. E. 
McInnis, general counsel of the Atchison, 
Topeka & Santa Fe, will speak at a lunch- 
eon meeting. 


Scholarship Offerings: Cornell for 
Apprentices, Illinois for Researchers 


The College of Engineering, Cornell 
University, announces that applications will 
be received until April 1 for the John 
McMullen industrial scholarships, which 
pay $400 a year for a four-year college 
course in engineering. Applicants must be 
high school graduates, must have served 
some time as workers of industry, prefer- 
ably in a regular training course and must 
be recommended by their employers as men 
of special ability whose careers would be 
helped by a college course in civil, elec- 
trical, mechanical, or chemical engineering. 

The Engineering Experiment station of 
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New House Committee on 
Interstate and Foreign 
Commerce 


The 77th Congress’ House com- 
mittee on interstate and foreign 
commerce will consist of 25 repre- 
sentatives, with Representative Lea, 
Democrat of California, continuing 
as chairman, according to assignments 
completed by the House this week. 

Democratic members of the com- 
mittee, in addition to Chairman Lea, 
are: Crosser of Ohio, Bulwinkle of 
North Carolina, Chapman of Ken- 
tucky, Cole of Maryland, Kelly of 
Illinois, Pearson of Tennessee, Boren 
of Oklahoma, Martin J. Kennedy of 
New York, South of Texas, Mc- 
Granery of Pennsylvania, O’Toole of 
New York, Patrick of Alabama, 
Tenerowicz of Michigan, and Sand- 
ers of Louisiana. Republican. mem- 
bers are: Wolverton of New Jersey, 
Holmes of Massachusetts, Reece of 
Tennessee, Wadsworth of New 
York, Halleck of Indiana, Young- 
dahl of Minnesota, Hinshaw of Cal- 
ifornia, Brown of Ohio, Simpson of 
Pennsylvania, and Paddock of Illi- 
nois. 











the University of Illinois, Urbana, IIl., will 
receive applications not later than March 
1 for research graduate assistantships in 
engineering in which research work may 
be undertaken on a number of subjects, in- 
cluding civil, electrical and mechanical en- 
gineering, railway engineering and theo- 
retical and applied mechanics. Preference 
is given to men who have had practical 
experience following undergraduate work. 
The scholarships provide $600 per year and 
freedom from tuition fees and must be ac- 
cepted for two consecutive college years. 


Accident Reports Now Reports of 
Commission 


First of the accident reports to be issued 
as a formal report of the Interstate Com- 
merce Commission came out on January 3 
as a report of the commission by Commis- 
sioner Patterson. It was in Investigation 
No. 2457 and dealt with an accident on 
October 30, 1940, at Lake Alfred, Fla., on 
the Atlantic Coast Line. 

Adoption of the formal report method 
came in a recent order of the commission 
assigning the duty of making such reports 
to the commissioner to whom the Bureau 
of Safety reports. Heretofore accident re- 
ports have been signed by and issued over 
the name of the director of that Bureau. 


Adjustment Board Needs 
Money for Referees 


More 


President Roosevelt on January 24 asked 
Congress for a supplemental appropriation 
of $15,000 for the National Mediation 
Board for the current fiscal year ending 
June 30, 1941. An accompanying letter 
from the acting director of the Bureau of 
the Budget explained that the Mediation 
Board needed the additional funds for allo- 
cation to the National Railroad Adjust- 
ment Board for salaries of referees. Sup- 
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port of the referees will require an addi- 
tional $30,000, but half of that amount has 
been found in the unexpended balance in 
the Adjustment Board’s current appropria- 
tion for printing and binding. 


Exemptions from Motor Carrier 
Insurance Rules 


The Interstate Commerce Commission, 
Division 5, has issued an order in Ex 
Parte No. MC-5, exempting motor carriers 
operating within municipal zones and for- 
warding companies from its rules and reg- 
ulations governing the filing and approval 
of surety bonds, insurance arrangements 
and security for the protection of the 
public. 


Yale Offers Transportation 
Scholarships 


The Committee on Transportation of 
Yale University is again offering three 
$500 fellowships in transportation for work 
in either the engineering or economic as- 
pects of the field at the Graduate School 
during the academic year 1941-1942. Ap- 
plications should be filed with the Registrar 
of the Graduate School at New Haven, 
Conn., by March 1. 


C. & N. W. Will Speed Up “Com 
_King Limited” 


The Chicago & North Western will re- 
duce the running time of its eastbound 
“Corn King Limited” between Omaha, 
Neb., and Chicago, 1% hr. or to 934 hr., 
effective February 4. Service from Sioux 
City, Iowa, carried on this train will be 
shortened 1 hr. 25 min., or to 10 hr. 50 
min. The train will leave Omaha at 10:05 
p. m. instead of 8 p. m., and will arrive 
in Chicago at 7:50 a. m. instead of 7:15 
a. m. 


W. L. Webb Dies at 77 | 


Walter Loring Webb, whose books on 
railroad construction are considered stand- 
ard texts in the field, died at his home in 
Lansdowne, Pa., on January 24 at the age 
of 77. Mr. Webb was graduated from 
Cornell University with a degree in civil 
engineering and was assistant professor of 
civil engineering at the University of 
Pennsylvania from 1893 to 1901. He was 
known in the railroad field chiefly for his 
authorship of “Railroad Construction” and 
“Economics of Railroad Construction.” 


H. W. Clapp Becomes a “Sir” 

Harold W. Clapp, active in railroad 
electrification in the United States for 
about 20 years and later chairman of the 
Victorian (Australia) Railways Commis- 
sion, has been knighted in the Australian 
list of New Year honors. Although born 
in Australia, Sir Harold entered the Unit- 
ed States in 1902 and became connected 
with the General Electric Company in 
charge of electrification of subway equip- 
ment in New York City and on the West 
Jersey & Seashore (Pennsylvania). In 
1908 he went with the Southern Pacific as 
assistant chief electrical engineer in charge 
of equipment on the Oakland-Alameda elec- 
trification. In 1912 he became associated 
with a number of heavy electric interurban 
lines, including the East St. Louis & Sub- 
urban. In 1920 Sir Harold returned to 
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Australia as chairman of the Victorian 
Railways Commission, retiring from this 
position on July 1, 1939, to become chair- 
man of the Aircraft Production Commis- 
sion at Melbourne. 


Maine Central Sells Its Last Hotel 


The Maine Central, which once owned 
and operated a number of important and 
luxurious resort hotel properties in the 
state of Maine, has disposed of its last 
remaining hostelry by sale of the Samoset 
hotel and cottages at Rockland Breakwater 
to two Boston business men. At one time, 
through its subsidiary Samoset Company, 
the road owned the Newport House at Bar 
Harbor and the Mt. Kineo hotel at Moose- 
head Lake, both of which were torn down 
several years ago and the property on 
which they were erected was sold. 


Representation of Employees 


The National Mediation Board has an- 
nounced results of a recent election in con- 
nection with a representation-of-employees 
dispute involving dining car employees of 
the Atlantic Coast Line. By a vote of 65 
to 61 the Brotherhood of Dining Car Em- 
ployees won its contest with the Dining 
Car Employees Union Local 495, American 
Federation of Labor Hotel and Restaurant 
Employees International Alliance for the 
right to represent A. C. L. dining car cooks, 
waiters, waiters-in-charge, pantrymen and 
bartenders. 


Shipper Seeks to Buy Railroad 


In an effort to avoid being left without a 
rail connection, Edgar Fleming, owner of 
the Fleming Oil Company at Jerseyville, 
Ill., has asked the Interstate and Illinois 
commerce commissions for permission to 
purchase about half a mile of the Chicago, 
Springfield & St. Louis, extending from 
Jerseyville to a connection with the Alton. 
Last fall the Springfield & Southern was 
organized to purchase the C. S. & S. L. 
and operate the line between Springfield 
and Curran. The organization recently 
sought to withdraw its petition for author- 
ity to operate this line. 


Broadcast to Feature A. C. F. 
Tank Manufacture 


The National Defense Council, in col- 
laboration with the Mutual Broadcasting 
System, will stage a broadcast from the 
American Car & Foundry plant at Ber- 
wick, Pa., featuring the building of the 
light combat tanks for the U. S. War De- 
partment, from 3:30 to 4:15 p. m. today 
(February 1). Script will feature the 
making of armor plate at the a.c.f. Ber- 
wick plant and will be followed by de- 
scription of the construction of a tank in 
various stages on the assembly line. 


Charges Violation of Locomotive 
Inspection Act 


J. A. Farquharson, national legislative 
representative of the Brotherhood of Rail- 
toad Trainmen, has filed with the Inter- 
state Commerce Commission a complaint 
charging that the Delaware & Hudson, 
Louisville & Nashville, Western Pacific, 
Norfolk Southern, Atchison, Topeka & 
Santa Fe, and the Gulf, Colorado & Santa 
“€ are operating engines with improper 
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seating and heating facilities for trainmen 
and head brakemen in violation of regula- 
tions of the Locomotive Inspection Act. 
The brief goes on to allege that the train- 
men and head brakemen are rendered in- 
capable of maintaining a proper lookout, 
thus endangering travelers on the railroads 
and highways. 

Mr. Farquharson asks that the commis- 
sion require these carriers to answer the 
petition and that it grant an order requir- 
ing them to provide adequate seating and 
heating facilities for trainmen and head 
brakemen. 


65,545 Cars, 419 Locomotives 
Installed in 1940 


Class I railroads in 1940 put 65,545 new 
freight cars in service, according to com- 
plete reports for the year made public by 
the Association of American Railroads on 
February 1. This was an increase of 41,- 
017 over the 1939 installations and an in- 
crease of 47,028 as compared with 1938. 

At the same time 419 locomotives were 
installed as compared with 320 in 1939 and 
276 in 1938. Equipment on order on Jan- 
uary 1, 1941, included 35,702 freight cars 
and 206 locomotives: on January 1, 1940, 
the Class I roads had 37,099 freight cars 
and 117 locomotives. 


Regulations for the Transportation 
of Explosives by Highway 


Acting upon a petition of American 
Trucking Associations, Inc.. the Tnterstate 
Commerce Commission, Division 3, has re- 
opened for oral aroument at Washington, 
D. C., February 24, the No. 3666 pro- 
ceeding which covers regulations for the 
transportation of explosives and other dan- 
gerous articles. A. T. A. is objecting to 
that provision of the new rules, effective 
January 7, which requires truckers to re- 
port accidents to the Association of Amer- 
ican Railroads’ Bureau of Explosives. 

Meanwhile in the same proceeding the 
commission has called an informal confer- 
ence of private truckers and other inter- 
ested parties to be held in Washington on 
February 17. At that conference, which 
will be conducted by the Bureau of Ex- 
plosives at the request of the commission, 
there will be further inquiry to supplement 
information gathered at 1938 hearings on 
the matter of the need for and the charac- 
ter of regulations to govern the transpor- 
tation of explosives and other dangerous 
articles by private truck. 


Advertising Agents Meet 
at Chicago 


The American Association of Railway 
Advertising Agents held its annual meet- 
ing at Chicago on January 17 and 18. J. 
W. Austin of the Travelers Credit Cor- 
poration addressed the meeting on Selling 
Transportation on Credit. St. Louis, Mo., 
was selected as the place for the meeting 
on January 16 and 17, 1942. Officers elect- 
ed for the ensuing year are president, F. E. 
Heibel, advertising agent of the New York, 
Chicago & St. Louis; first vice-president, 
R. W. Jennings, advertising agent of the 
Chicago, Burlington & Quincy; vice-presi- 
dents, C. P. Moore, advertising agent of 
the Union Pacific, R. A. Willier, advertis- 
ing agent of the Wabash, R. F. Irwin, 
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advertising agent of the Delaware, Lacka- 
wanna & Western, and H. W. Frier, ad- 
vertising agent of the Chicago & North 
Western; treasurer, S. E. McKay, adver- 
tising agent of the Baltimore & Ohio-Alton, 
and secretary, E. A. Abbott, Poole Bros. 


Derailment on Southern Near 
Sandersville, Miss. 


A fireman was killed and 27 national 
guardsmen were injured when the locomo- 
tive and eight cars of a special troop train, 
enroute to Camp Shelby, Miss., over the 
Scuthern, overturned near Sandersville, 
Miss., on January 29. According to the 
engineman, the train had slowed down for 
a water tank signal and the derailment oc- 
curred when the train was accelerated. 
The dispatcher’s office at Hattiesburg re- 
ported that no defects were found on the 
locomotive and that there was no sign of 
tampering with the track. The derailed 
train was the sixth section of a troop 
transport from Indianapolis, which had 
passed over this track in 12 hours. 

Bills in Congress 

Representative Kerr, Democrat of North 
Carolina, has introduced H. R. 2469 to 
amend the Federal Employers’ Liability 
Act of April 22, 1908, with respect to the 
time within which suits may be commenced. 
This act relates to the liability of common 
carriers by railroad to their employees. 

Senator McNary, Republican of Oregon, 
has introduced S. 607 to authorize an ex- 
tension of. the government-owned Inland 
Waterways Corporation’s services and 
operations to the Columbia River. 

Representative Pearson, Democrat of 
Tennessee, has introduced H. R. 2693 to 
amend the Railroad Retirement Act to pro- 
vide for medical examinations in furnish- 
ing satisfactory proof of disability. 


Court Denies Tax Appeal: Roads 
Must Pay 11 Million 


The United States Circuit Court of Ap- 
peals at Philadelphia, Pa., on January 25 
reaffirmed its decision of November 27, 
1940, refusing to declare the assessment 
system used by the state of New Jersey 
for taxing railroad property unconstitu- 
tional. In refusing to reconsider its deci- 
sion, the court dismissed petitions filed on 
January 13 by six roads operating through 
the state. By the decision, eight roads 
(including the Central of New Jersey and 
the New York, Susquehanna & Western, 
which, by instruction of the district courts 
handling their reorganizations, did not ap- 
peal) are required to pay an additional 
$11,270,000 in property taxes for 1934 to 
1936, inclusive. 


Governor Seeks to “Divert” 60 Mil- 
lions of Crossing Money 


Governor H. A. Lehman of .New York 
state is backing a constitutional amendment 
diverting $60,000,000 of funds ear-marked 
for grade crossing elimination to road con- 
struction purposes. According to figures 
available, approximately $175,000,000 of the 
original state grade crossing bond issue 
has been allocated or expended, while the 
Public Service Commission has an uncom- 
pleted program calling for $42,000,000 ad- 
ditional; $60,000,000 remaining would be 
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diverted for the improvement of state 
roads, the Governor believing that such 
work is more necessary than any additional 
grade crossing elimination projects. [The 
Governor calls the $60,000,000 a “surplus” ; 
it is actually money borrowed through a 
bond issue and must be paid for—both the 
principal and interest—by the taxpayers of 
the state—Ed.] 


Freight Car Loading 


Loadings of revenue freight for the week 
ended January 25 totaled 710,752 cars, the 
Association of American Railroads an- 
nounced on January 30. This was an in- 
crease of 7,255 cars, or one per cent, above 
the preceding week, an increase of 60,565 
cars, or 9.3 per cent, above the correspond- 
ing week last year and an increase of 120,- 
293 cars, or 20.4 per cent, above the com- 
parable 1939 week. 

As reported in last week’s issue, the 
loadings for the previous week ended Jan- 
uary 18 totaled 700,440 cars, and the sum- 
mary for that week, as compiled by the 
Car Service Division, A. A. R., follows: 


Revenue Freight Car Loadings 
For Week Ended Saturday, January 18 














Districts 1941 1940 1939 
OME Ss5s5s% 153,597 144,219 133,105 
Allegheny ..... 155,724 136,962 112,126 
Pocahontas .... 46,512 46,394 39,090 
Southern ..... 110,918 100,765 91,948 
Northwestern .. 80,271 74,827 69,864 
Central Western 101,969 96,992 94,706 
Southwestern .. 51,449 46,223 45,817 
Total Western 

Districts .... 233,689 218,042 210,387 
Total All Roads 700,440 646,382 586,656 

Commodities 
Grain and grain 

products 31,287 28,086 33,031 
Live stock .... 12,543 12,481 13,833 
MOON no2dsaerus 146,747 159,640 127,625 
Pe ee 13,517 12,232 7,663 
Forest products. 37,582 30,659 27,244 

~ aplieeterets 127504 10,041 8,964 
Merchandisel.c.]. 147,065 142,919 146,591 
Miscellaneous 299,195 250,324 221,705 
January 18 700,440 646,382 586,656 
January 11 711,675 668,241 582,244 

anuary 4 614,171 592,925 529,371 
Cumulative Total, 
3 Weeks . 2,026,286 1,907,548 1,698,271 


In Canada.—Carloadings for the week . 


ended January 18 totaled 51,324, as com- 
pared with 51,703 in the previous week and 
49,416 a year ago, according to the sum- 
mary of the Dominion Bureau of Statistics. 
Total Total Cars 
Cars Rec’d from 


Loaded Connections 
Total for Canada: 


January 18, 1941..... 51,324 27,103 
anuary 11, 1941..... 51,703 26,764 
anuary 4, 1941...... 43,136 24,417 
January 20, 1940..... 49,416 23,603 
Cumulative Totals for Canada: 
iumeey Teo | ae 146,163 78,284 
January 20, 1940..... 134,849 69,328 
January 21, 1939..... 118,026 62,628 


I. C. C. Calls for Filing of Contract 
Truck Rates Actually Charged 


Citing the pertinent Motor Carrier Act 
amendment made by the Transportation 
Act of 1940, the Interstate Commerce Com- 
mission has called upon contract carriers 
by motor vehicle to see that their minimum- 
rate schedules on file with the commission 
meet the requirement that such schedules 
shall show rates “actually maintained and 
charged.” The provision cited by the com- 
mission is in section 218 of Part II of the 
Interstate Commerce Act. 

A January 24 notice from I. C. C. Sec- 
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retary W. P. Bartel to all contract truckers 
subject to the act said that many existing 
schedules “fail to comply with the law.” It 
added that each contract carrier should 
check on the matter, because the schedules 
must be revised “immediately” to meet 
the new requirement. 


M. P.’s “Delta Eagle” to Make One 
Round Trip Daily 


The Missouri Pacific has decided to call 
its three-unit streamliner now being con- 
structed by the St. Louis Car Company for 
operation between Memphis, Tenn., and 
Tallulah, La.; the “Delta Eagle’ rather 
than the “Dixie Eagle,” because the name 
Delta is more closely related with the rich 
alluvial country, often referred to as the 
Delta country, through which the train will 
operate. 

The Delta Eagle, when it is delivered in 
the spring, will make one trip each way 
each day, with a mid-day layover of sev- 
eral hours in Memphis. Top permissive 
speeds of the new train, as now planned, 
are as follows: From Rock Island Junction 
to Marianna, 60 m. p. h.; Marianna to 
Lexa, 65 m. p. h.; Lexa to McGehee, 55 
m. p. h.; and McGehee to Tallulah, 50 
m. p. h. 


C. P. R. May Spend 12 Million on 
Air Program; No Statement 


The Canadian Pacific is reported by the 
Toronto “Star” as having purchased three 
Canadian air line companies and embarked, 
in addition, on a program estimated to 
amount to $12,000,000 for the acquisition 
of other companies in the development of 
air services in the Dominion. The article 
says that plans of the railroad include the 
possibility of services to Alaska, Siberia; 
Western Russia and Shanghai, China, from 
Vancouver, B. C. Sir Edward Beatty, 
president, Canadian Pacific, told the Cana- 
dian Press on January 16 that no state- 
ment could be made at present regarding 
the Toronto news report. Said he: 

“There is no statement that can be 
made,” he said, “because our consideration 
of the situation in Western Canada is far 
from complete, and until our studies are 
finished there is no point in making pre- 
mature announcements.” 


Club Meetings 


The Traffic Club of Newark, N. J., will 
hold its next regular meeting at the Robert 
Treat hotel, February 3. Franklin Johns- 
ton, publisher “American Exporter,” will 
talk on “The Export Situation.” The next 
traffic club forum will be held at the same 
place on February 10. 

The Toronto Railway Club will hold its 
annual meeting at the Royal York hotel, 
Toronto, Ont. on January 27 at 7:45 p. 
m. Speakers will be R. B. Steele, chief 
engineer, Canadian National Telegraphs, 
and L. A. W. East, chief engineer, Cana- 
dian Pacific Communications, who will 
speak on the subject: “The Railways’ Com- 
munication Plant: Some of Its Equipment 
and Services.” 

The Car Foremen’s Association of Oma- 
ha, Council Bluffs and South Omaha Inter- 
change will hold its next meeting at the 
Burlington depot, Omaha, Neb., on Feb- 
ruary 13. A. A. R. rules will be discussed. 
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The Car Department Association of St. 
Louis, Mo., will hold its next meeting at 
the Hotel DeSoto, St. Louis, on February 
18, at 8 p. m. F. A. Shoulty, assistant 
superintendent car department, Chicago, 
Milwaukee, St. Paul & Pacific, will pre- 
sent a paper entitled “Thorough Periodic 
Attention to Freight Cars.” Dinner and 
a social period will precede the meeting 
at 6 p. m. 


North American Airbrake Associa- 
tion Formed 


The North American Airbrake Associa- 
tion was organized at a recent meeting in 
Parsons, Kan., by representatives of ten 
railroads and industries from Missouri, 
Kansas, Oklahoma, Illinois and Nebraska. 
The program adopted for 1941 calls for a 
meeting at Kansas City in May and an 
annual meeting at Springfield, Mo. in Sep- 
tember. 

Officers elected were as follows: Presi- 
dent, W. E. Vergan, supervisor of air- 
brakes of the Missouri-Kansas-Texas ; first 
vice-president, A. Malmgren, traveling fire- 
man of the St. Louis-San Francisco; sec- 
ond vice-president, L. S. Bean, airbrake 
room foreman of the Missouri-Kansas- 
Texas ; third vice-president, C. B. Tramblie, 
airbrake supervisor of the Chicago, Burl- 
ington & Quincy, and secretary-treasurer, 
C. R. Ehni, airbrake inspector of the St. 
Louis-San Francisco. 


Six Per Cent Interest on Reparations 
Too High, Says Mahaffie 


With Commissioner Mahaffie complain- 
ing in a dissenting-in-part opinion that the 
6 per cent allowed was an “excessive rate 
of interest . . . equivalent to an award of 
punitive damages,” the Interstate Com- 
merce Commission has awarded reparation 
to various complainants in connection with 
carload shipments of grain and grain prod- 
ucts from points in certain Western states 
to certain destinations in Kentucky. The 
decision came in a report on further hear- 
ing in No. 23318, Auburn Mills et al v. 
Chicago & Alton Railroad Company et al; 
and it embraces also No. 23851, Beaver 
Dam Milling Company et al v. Chicago & 
Alton Railroad Company et al. 

The majority decision results in an award 
to complainants of reparations aggregating 
$2,851 with interest at the aforementioned 
6 per cent rate which has been usual in 
such cases. Mr. Mahaffie felt that follow- 
ing the precedent as to the interest rate 
was not warranted in view of present con- 
ditions in the money market ; in his opinion 
a rate of four per cent would adequately 
compensate the complainants for their ac- 
tual damages. Commissioner Alldredge 
agreed with him, while Commissioners Lee 
and Patterson did not participate in the 
case. 


A. C. L. Has Extraordinary Rise in 
Holiday Passenger Traffic 


A 55 per cent increase in passenger 
volume between the South and West dur- 
ing the recent holiday period was enjoyed 
by the Atlantic Coast Line, by official 
count at Waycross, Ga., according to fig- 
ures supplied the Railway Age by C. M. 
Davis, executive vice-president. Through 
passengers on trains to and from the East 
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during the same period increased 28 per 
cent, by count of trains passing Rocky 
Mount, N. C. Representing chiefly an in- 
crease in Florida travel due to the intro- 
duction of new de-luxe trains running at 
higher speeds, the count of through coach 
and Pullman passengers at Waycross (key 
point for West-Florida travel) for the 
period December 20 to January 5, inclu- 
sive, was 16,097 coach and 5,855 Pullman 
passengers, a total of 21,952, representing 
an increase of 55 per cent over the corre- 
sponding period of 1939-40. At Rocky 
Mount (key point for East-Florida travel) 
the count during the same period was 35,- 
102 coach and 15,560 Pullman passengers, 
a total of 50,662, or an increase of 28 per 
cent over the corresponding period of last 
year. 

Peak day southbound on trains from the 
East was December 21 with 4,841 passen- 
gers, compared with December 23 last sea- 
son with 4,187 passengers; northbound, 
January 5, with 4,652 passengers, was top 
day, as compared with January 1 last sea- 
son with 3,812 passengers. Peak day south- 
bound on western trains was December 22 
with 1,514 passengers, compared with 809 
passengers on December 23 last season; 
northbound, January 4 was the biggest day 
with 1,436 passengers, as compared with 
804 on January 2 last season. 


October Bus Revenues 4.1 Per Cent 
Above 1939 


Class I motor carriers of passengers re- 
ported October, 1940, revenues of $9,607,- 
437 as compared with $9,230,234 in October, 
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parison of the per hundred pound rates on 
silk shirts, automobiles, and radios in one 
territory with those in another, with the 
conclusion that the rate level on every- 
thing is too high in one territory; the 
real test of whether the general level of 
charges is too high may be found in an 
examination of the operating results, i.e., 
whether the revenue produced on the traf- 
fic available is more than sufficient to meet 
expenses, taxes, and interest on funded 
debt, and yield a reasonable return on a 
fair value of the property devoted to pub- 
lic service.” 

Expanding on this subject, Mr. Tilford 
went on to remark that so far as the lat- 
ter—fair return—is concerned, the Southern 
roads have reserved the question “for wish- 
ful thinking” and have had enough to do 
to satisfy their other obligations. Certain- 
ly the fact that during the ten-year period 
1930 to 1939, inclusive, carriers in Southern 
region failed in six years to earn even 
fixed charges, is evidence that they cannot 
sustain any such reduction in revenues as 
the proposed Southern rate equalization 
would entail. 


Holds I. C. C. Has No Authority to 
Fix Red Cap Charges 


Examiner Claude A. Rice would have 
the Interstate Commerce Commission find 
in No. 28495, Ida M. Stopher v. -Cincin- 
nati Union Terminal Company, that it has 
no authority to regulate the charges col- 
lected for the carriage of hand luggage by 
Red Caps at the union passenger station in 
Cincinnati, Ohio, except to the extent neces- 
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ACHE PME dil oie £6.00 606 dee eee hes Hoe nec 1,278,106 1,249,563 1,623,704 1,399,902 








1939, an increase of 4.1 per cent, according 
to the latest compilation prepared by the 
Interstate Commerce Commission’s Bureau 
of Statistics from 144 reports representing 
145 bus operators. Passengers carried in- 
creased 12.7 per cent, from 11,998,164 to 
13,521,489. 

The breakdown by regions of the bus 
revenue and traffic figures, which exclude 
data on charter or special party service, is 
given in the accompanying table. 


Does Growth of Southern Industry 
Indicate Discriminatory 
Freight Rates? 


The increasing number of industries 
which have been established in the South 
must have found adequate markets not- 
withstanding alleged incorrect rate adjust- 
ments, rate barriers and adverse territorial 
levels, declared John E. Tilford, assistant 
vice-president (traffic), Louisville & Nash- 
ville, in a talk before a forum of the Trans- 
portation Club of Louisville, Ky., this 
week. As a matter of fact, the speaker as- 
serted, “the test of a freight rate level, the 
determination of whether it is too high, is 
not found in fanciful theories or in a com- 


sary to prevent violations of the rebate and 
discrimination provisions, embodied in sec- 
tion 2 and 6 (7) of the Interstate Com- 
merce Act. 

The case came to the commission in the 
form of a complaint filed on April 24, 1940, 
by one Ida M. Stopher, a resident of Cin- 
cinnati, in which she alleged that Red Caps 
are instructed by the terminal company in 
that city to collect a charge of 10 cents for 
each bag carried; that the charge is not 
uniformly applied; that collection of the 
charge is not authorized by tariff publica- 
tion, and for that reason is illegal; and that 
the charge is unjust, unreasonable, unjustly 
discriminatory, unduly prejudical and pre- 
ferential, in violation of the Interstate Com- 
merce Act. 

In her brief the complainant asked the 
commission to find (1) that the 10-cent 
charge is illegal; (2) that the bag-carrying 
service performed by Red Caps is part of 
the railroad transportation service; and (3) 
that Red Cap service at Cincinnati is cov- 
ered by the charges paid when a passenger 
purchases a ticket for transportation. 

Examiner Rice would also have the com- 
mission find that the collection of the 10- 
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cent charge from some passengers and not 
from others due to their refusal to pay has 
the effect of refunding or remitting to the 
latter a portion of the amounts paid for 
passenger transportation, contrary to sec- 
tion 6(7) of the Interstate Commerce Act, 
and results in unjust discrimination, in vio- 
lation of section 2 of that act. However, 
he points out that a violation of section 
6(7) is not alleged. 


Society to Place Tablet Commem- 
orating Lincoln Railroad Journey 


The Railway & Locomotive Historical 
Society will unveil a bronze tablet at the 
Parcel Post building, 30th street, New 
York City, on February 19, commemorat- 
ing the 80th anniversary of President- 
Elect Abraham Lincoln’s arrival at the old 
Hudson River railroad station on the site. 
The unveiling will take place at 3 p. m., 
the precise hour at which Lincoln arrived 
at the station on his way to inauguration 
in Washington, D. C. Preceding the cere- 
mony, members of the society will lunch- 
with prominent civic representatives and 
will hear papers describing in detail Lin- 
coln’s railroad travels. 

Lincoln arrived on a special train from 
Albany, N. Y., drawn by the locomotive 
“Union” as far as Poughkeepsie and by 
the “Constitution” from the latter point to 
the new 30th street station. The station 
iself had not yet been open for public use 
and the President-Elect was the first to 
pass through it. On April 25, 1865, his 
funeral train drawn by the locomotive 
“Union” departed from this terminal for 
Springfield, Ill. The station remained in 
use until Hudson River trains were shunt- 
ed over to the Harlem line coincident with 
the opening of the original Grand Centrai 
terminal in 1871. 

The text on the tablet reads: “On this 
site stood, in 1861, the station of the Hud- 
son River Railroad. The first passenger 
to use it was Abraham Lincoln who came 
to New York on February 19, 1861, on the 
way to his inauguration as president of the 
United States.” 

In connection with the event, Poor 
Richard Press, Chicago, 451 North West- 
ern avenue, is issuing a special cachet for 
stamp collectors which will be mailed from 
New York City on February 19. This 
company has been sponsoring a series of 
cachets commemorating the building of the 
Union Pacific. 


Franco of Spain Takes Over 
Railroads 


All common carrier railroads in Spain, 
with the exception of a few local “light” 
railways, are to be taken over by the na- 
tional government, effective February 1, 
and operated henceforth by an agency com- 
posed of representatives of their present 
managements and of the government, ac- 
cording to news dispatches. Reason given 
is that the government has sunk large 
amounts of capital into the lines, especially 
in rehabilitating them after the civil war, 
in spite of which the roads have been un- 
able to cope with the traffic offered. In 
fact, current food shortage in the country 
is blamed on railroad congestion and lack 
of rolling stock. 

Nationalization of the 10,300-odd miles 
of ‘railroad in Spain is not a surprise to 
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their owners, however. In the -first place, 
the original lines were built under tem- 
porary concessions, subject to recapture. 
Further, the national government has con- 
tributed a considerable amount of capital 
to the companies since the so-called Rail- 
way statute of 1924. The government it- 
self has for some time operated directly a 
number of weak lines aggregating 177 
route-miles. At the outbreak of the civil 
war in 1936 all lines were seized by radical 
“workers’ committees” and the manage- 
ments and directors ejected. In October, 
1937, the Republicans set up a permanent 
National Railway Council to operate them. 
When Franco’s forces won, the roads were 
restored to their original owners and the 
government made arrangements to subsi- 
dize rehabilitation of lines and equipment. 

Shortly thereafter, however, in May, 
1939, a decree was issued providing for 
government control of the three principal 
systems — Andalusian - National Western, 
Madrid, Zaragoza & Alicante and North- 
ern of Spain—replacing their administra- 
tions and boards of directors by a council 
of direction and a general manager ap- 
pointed by the government. So the latest 
decree reported by the newspapers is sim- 
ply the official death note of private own- 
ership and apparently prepares the way 
for compensation of private stockholders 
—if there is to be any. 


N. Y. Governor Enthusiastic About 
Streamlining the “Empire State” 


Governor Herbert H. Lehman of New 
York, in reply to a letter from President 
-F, E. Williamson of the New York Cen- 
tral announcing that the road had decided 
to purchase two complete trains of new 
streamlined equipment for its Empire 
State Express, wrote Mr. Williamson on 
January 23 that the Empire “is looked 
upon the world over as peculiarly a New 
York state train.” He expressed the hope 
that its inauguration will be observed by 
proper ceremonies, an invitation to which 
he will be pleased to accept. 
he himself traveled on the Empire State 
on the average of two or three times a 
week during the 13 years he has served as 
governor or lieutenant-governor, Mr. Leh- 
man wrote: 

“My congratulations to you and to your 
fellow officers and directors of the New 
York Central System on the forward-look- 
ing step which you have undertaken. I 
offer my best wishes that during the next 
fifty years the Empire will provide the 
same safe and efficient service to the peo- 


ple of the state and nation as it has during - 


the half century of its operation which is 
now coming to a close.” 
The subject of the new equipment for 
the Empire State Express (details of which 
appear in this issue’s Equipment and Sup- 
plies column) was first broached in con- 
versation with the Governor by Mr. Wil- 
liamson, who is a member of the State De- 
fense Council. The former expressed in- 
terest and was asked to participate in the 
launching of the train. In his letter to the 
Governor, the New York Central president 
pointed out that the Empire State Express 
is 50 years old this year; its initial sched- 
ule of 8 hr. 40 min. for the 436 mi. from 
New York to Buffalo marked the begin- 
ning of high-speed, long-distance passenger 


Adding that . 
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transportation in the United States; in 
this period it has made about 40,000 one- 
way trips between the two points, or about 
17,000,000 train-miles, without injury to a 
single passenger through train accident; 
in its 50 years every governor and most 
other state officers have been frequent pas- 
sengers on it; and the “hours of sessions 
of the legislature, of the Court of Appeals, 
and of other public bodies at Albany have 
been influenced by the time of its arrival 
and departure.” 


December Truck Loadings 11.6 Per 
Cent Above December, 1939 


The volume of revenue freight trans- 
ported by motor truck in December, 1940, 
was 4.3 per cent less than the November 
tetal but 11.6 per cent above December, 
1939, according to American Trucking As- 
sociations. The A. T. A. index figure, 
cemputed on the basis of the 1936 monthly 
average tonnage of the reporting carriers 
as representing 100, stood at 133.92 for 
December, as compared with December, 
1939’s 121.24. 

Comparable reports were received from 
195 motor carriers, in thirty-seven states. 
The reporting carriers transported an ag- 
gregate of 1,150,357 tons in December, as 
against 1,202,653 tons in November and 
1,030,760 tons in December, 1939. 


Attack Rule on 


Investment Acct. 
(Continued from page 256) 


J. Friendly. The reorganization commit- 
tee was represented by William C. Mulli- 
gan and J. C. McLester, while an argument 
setting forth the position of the Recon- 
struction Finance Corporation was made 
by C. M. Clay, R. F. C. assistant general 
counsel. Mr. Clay was not in opposition 
to the reorganization committee’s proposal, 
provided the balance-sheet accounts in- 
volved are definitely labeled; and the ad- 
justment account on the liability side is 
“immobilized,” i. e., used for nothing ex- 
cept write-offs of obsolete or retired fa- 
cilities. 

While he conceded that book values are 
not ordinarily. accepted by the commission 
as measures of value for rate-making pur- 
poses, Judge Fletcher nevertheless pointed 
out that book values are elements in such 
valuations; and he emphasized his view 
that book values of the sort recommended 
by Division 1 could not but have an ad- 
verse effect on valuation. If the commis- 
sion could give an official assurance that 
the “after-the-wringer” investment figure 
would not be considered in determining 
value, the A. A. R. general counsel said, 
one “serious objection” to Division 1’s pro- 
posal would be removed; but there would 
still remain other important objections. He 


agreed with Chairman Eastman that there - 


might be an effect on values in condemna- 
tion proceedings if the government should 
take over the railroads; but in that con- 
nection Judge Fletcher came back fast with 
an expression of his hope that such a pos- 
sibility “is so remote that it need not dis- 
tress us here.” 

Turning to the matter of accounting for 
new property, the A. A. R. general coun- 
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sel suggested that the result would be a 
“very queer” investment account. He ex- 
plained that the new property would be 
added at cost to an account listing other 
property on an entirely different basis. 
When Commissioner Mahaffie asked who 
would be hurt if Division 1’s proposal were 
adopted, Judge Fletcher made his afore- 
mentioned statement about the solvent roads 
eventually changing places with the in- 
selvent ones, it being his point that reor- 
ganized roads, reporting relatively high re- 
turns on “after-the-wringer” investment 
figures, might be under pressure to initiate 
rate reductions which other roads operating 
without benefit of the wringer would have 
to meet. Whereupon Chairman Eastman 
slyly asked if the A. A. R. general counsel 
meant that the rates of seemingly prosper- 
ous roads of the future would be reduced 
just as the commission had reduced the 
rates of the Pocahontas roads during the 
general rate cases of recent years. Judge 
Fletcher replied by pointing out that the 
commission had not reduced the rates of 
the Pocahontas lines because of the pos- 
sible adverse effects on the earnings of 
more needy roads; he added that the rail- 
roads cannot be assured that they will “al- 
ways be so fortunate as to have a commis- 
sion with such breadth of view as this one.” 

Continuing with his argument, Judge 
Fletcher suggested that Division 1’s pro- 
posal would also bring difficulties in the 
handling of divisions cases and in account- 
ing procedures. In the latter connection 
he asked how the written-down total left 
in account 701 would be distributed to in- 
dividual items which make up that invest- 
ment account. The application of hori- 
zontal percentages would bring inaccurate 
results, he added. Also, he obtained per- 
mission to file with respect to the account- 
ing angle a detailed memorandum which 
had been prepared by a committee of the 
A. A. R. Accounting Division. 

Meanwhile other counsel listed above had 
presented similar arguments. Among other 
points made by them, as well as by Judge 
Fletcher, was that bearing on the account- 
ing for property retired and replaced. It 
was suggested, for example, that a $100,000 
bridge was to be replaced in kind at a cost 
of $100,000. Under the plan of retirement 
accounting generally used by railroads for 
fixed property the cost of a bridge thus 
retired and replaced would be charged to 
operating expenses, i. e., operating expenses 
would get a charge of $100,000, while the 
new bridge would be written into the prop- 
erty account at that figure. However, if 
the old bridge had been written down to 
$70,000 to meet the suggestion of Division 
1, the accounting at the time of the $100,- 
000 expenditure for replacement would be 
a $70,000 charge to operating expenses to 
write out the old and a $100,000 charge to 
capital to write in the new—a net increase 
of $30,000 in the capital account to record 
a transaction which is mere maintenance. 
In other words, a $30,000 item properly 
chargeable to operating expenses would be 
diverted to the investment account, result- 
ing in an unwarranted increase in the lat- 
ter as well as in the income account for the 
year involved. 

Mr. Burgess stressed a contention that 
there is no valuation problem involved in 
the case. He stated that the only reason 
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Tomorrow’s Freight Movement 


WILL DEPEND ON LOCOMOTIVES ORDERED TODAY 





The increasing tempo of freight movement promises to reach 
such proportions, in the next few months, that only modern, 
high-speed super-power locomotives will be able to handle it 
economically. » » » Some railroads have realized this and are pre- 
paring to meet this increase with NEW power . . . Power of the 
type illustrated above which has been recently delivered by the 
Lima Locomotive Works, Incorporated for use on main-line 
freight service on the New York Central System. Order your 
new locomotives now and be prepared. 


LIMA 


LIMA LOCOMOTIVE WORKS @@igei ih ag INCORPORATED, LIMA, OHIO 


INCORPORATED 
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the I. C. C. valuation figures were used 
was the unreliability of the C. G. W. book 
values as records of original cost. In 
other cases he expected that railroad book 
values would be used if they were the best 
available data as to original cost of the 
property. Mr. Burgess would label the 
proposed new liability account “Reorgani- 
zation Reserve for Capital Losses”; as he 
sees it it would be a reserve for capital 
losses as they existed at the time of reor- 
ganization, and he would promulgate ac- 
counting rules to provide for charging 
property retired and not replaced to it. 


Eastbound “Exposition Flyer” 
Speeded Up 


The eastbound “Exposition Flyer,” oper- 
ated by the Western Pacific, the Denver & 
Rio. Grande Western and the Chicago, 
Burlington & Quincy between San Fran- 
cisco, Cal., and Chicago, will be speeded up 
2 hr. 35 min., or to 58% hr. for the 2,707 
miles on February 2. The train will leave 
San Francisco at 8:35 p. m. instead of 9 
p. m., and will arrive in Chicago at 8:55 
a. m. instead of 11:55 a. m. 

This 2 hr. 35 min. reduction in time will 
be made by the Chicago, Burlington & 
Quincy between Omaha, Neb., and Chi- 
cago. The Exposition Flyer will be re- 
routed via Omaha instead of Louisville, 
Neb., and will operate on the 934 hr. 
schedule of the “Ak-Sar-Ben” which will 
be discontinued. The Exposition Flyer will 
leave Omaha at 11:10 p. m. as contrasted 
with the 8:30 p. m. departure time of the 
Ak-Sar-Ben and will arrive in Chicago at 
8:55 a. m. in contrast to the 7:45 a. m. 
arrival time of the Ak-Sar-Ben and the 
present 11:55 a. m. arrival time of the 
Exposition Flyer. 

On February 2 the Burlington also con- 
templated changes in the operation of trains 
between Chicago and Omaha that were be- 
gun on December 11 when the Exposition 
Flyer was placed on a 9% hr. schedule be- 
tween Chicago and Lincoln, Neb. Effec- 
tive February 2 the Exposition Flyer will 
leave Chicago at 12:35 p. m. as at present 
on its 59 hr. 55 min. run to San Francisco, 
Cal. At Ottumwa the through Chicago to 
Denver, Colo. and Oakland, Cal. cars will 
be transferred from No. 39 to No. 11 which 
will carry them to Omaha, from which 
point they will be carried in No. 9 to Lin- 
coln where they will be transferred back 
to No. 39. The balance of No. 39 will 
continue through from Ottumwa as the Ad- 
vance Flyer and will arrive in Omaha at 
8:35 p. m. as at present and at Lincoln at 
9:50 p. m. instead of 9:55 p.m. The Ex- 
position Flyer will arrive in Denver at 
8:20 a. m. instead of 7:55 a. m. and will 
continue to depart from Denver at 9 a. m. 
and cover the 1,673 miles to San Francisco 
in 38% hr. In combination with the Den- 
ver Zephyr which leaves Chicago at 5:30 
p. m., the time from Chicago to San Fran- 
cisco via these two routes is 55 hr. 


Santa Fe Gives Miniature Railway 
to Museum 


The Atchison, Topeka & Santa Fe’s gift 
of a completely equipped miniature railway 
system to the Museum of Science and In- 
dustry at Chicago was formally accepted 
by the museum’s president at a luncheon 
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attended by several hundred representatives 
of industry on January 29. Edward J. 
Engel, president of the Santa Fe, presented 
the exhibit. Other speakers included 
Thomas W. Lamont, a director of the rail- 
way; A. H. Mellinger, president of the 
Illinois Bell Telephone Company, and S. 
G. Down, vice-president of the Westing- 
house Air Brake Company. 

The exhibit occupies 3,000 sq. ft. in the 
center of the east wing of the Jackson 
Park institution. It is laid on a table 30 
in. high, with outside dimensions of 50 ft. 
by 60 ft. Contours and variations of the 
diorama have been, fashioned with metal 
lath and plaster covering staunch wood 
framing. Plaster has been painted and 
textured to resemble a variety of soils and 
other geological outcroppings particular to 
certain areas. Plate glass panels enclose 
the exhibit but permit unobstructed view. 

The scale of trains, track and all equip- 
ment and buildings is %4 in. to the foot or 
Wg actual size. Gage of the track is 1% 
in., and the double track of the main line 
forms a figure 8 and is approximately 350 
ft. in length. The double track and sidings 
total 1,000 ft. of trackage. 

Power is supplied for train operations 
through bonded and insulated rails. Small 
generators supply the 12-volt direct cur- 
rent to relays, trains and signals. 

The Santa Fe’s Three-Block-Four-Indi- 
cation signal system has been adopted for 
the miniature. These signals are automat- 
ically controlled by the moving train. A 
central traffic control system operates from 
one end of the exhibit. One panel dia- 
grams the track and location of switches 
and sidings while small lights show train 
positions. Another panel controls the 
switches, interlocking points and signals. 

There are four complete trains in oper- 
ation, including a replica of the Super 
Chief, powered by a 3,600 hp. Diesel loco- 
motive. There is a model of the standard 
type passenger train hauled by the latest 
3765 Class locomotive. Then there are 
two freight trains, one hauled by a 2-10-4 
type Class 5,000 locomotive and the other 
powered by a 4101 Class, 2-8-4 type. A 
new note in the advancement of railroading 
is added with the Santa Fe’s new 5,400 hp. 
Diesel-electric freight locomotive. The 
model passenger cars are 20 in. in length 
and 2%. in. in width, while the freight 
cars are 10 in. long. 

Other objects in the exhibit are a steel 
truss bridge, an oil field, fruit groves, the 
Mojave desert, cattle, wheat fields, a loco- 
motive shop, a modern city, a freight yard, 
an iron mine and a saw mill. 


Appropriations Committee Cuts 
I. C. C. Figure 


The Interstate Commerce Commission 
would receive $61,500 less for the fiscal 
year ending June 30, 1942, than was recom- 
mended by the President and the Bureau of 
the Budget if the House of Representatives 
adopts the proposal of its Committee on 
Appropriations which is contained in the 
committee draft of the Independent Offices 
Appropriation bill for the coming fiscal 
year. Under the recommended measure 
the I. C. C. would get $9,058,750 which is 
exactly the same amount it received for the 
current year, but $61,500 under the $9,120,- 
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250 requested for the agency by the Pres- 
ident and the Bureau of the Budget at the 
opening of this session of Congress. 

Commenting on its action in reducing the 
proposed figure, the committee said that 
during the fiscal year 1940 certain of the 
commission’s work having to do with the 
regulation of motor carriers fell in ar- 
rears. This was particularly true with 
respect to the hearing of formal cases, it 
was pointed out. For this purpose and to 
provide for additional supplies and equip- 
ment an increase of $52,200 was allowed 
for the fiscal year 1941. “In view of this 
increase,” concludes the committee report, 
“and the demand for economy in nondefense 
activities the committee has disallowed a 
further increase during the fiscal year 
1942.” (The $61,500 reduction fell en- 
tirely on the Bureau of Motor Carriers.) 

The committee fixed the commissioners’ 
salaries at $10,000, at which figure they 
have remained for several years, despite 
the fact that the Interstate Commerce Act 
provides for $12,000. 

The Independent Offices bill also carries 
the appropriation for the elimination of 
grade crossings work supervised by the 
Public Roads Administration of the Federal 
Works Agency. The committee made no 
change in the President’s request for this 
activity, recommending $10,000,000 for the 
coming fiscal year, a reduction of $15,000,- 
000 over that appropriated for the current 
year. 

With the introduction of the committee’s 
bill, hearings were made public detailing the 
various justifications which were urged in 
support of appropriations. At one point in 
the hearings on the commission Chairman 
Eastman was asked whether the work of 
the commission was continuing practically 
the same as it had been in previous years. 
He agreed that it was, but added that 
there had been a tendency for its work to 
increase. 

“For example,” explained the chairman, 
“the rate warfare between the railroads and 
the motor carriers has become quite acute. 
The railroads are cutting their rates right 
and left, on account of motor carrier trans- 
portation, and the motor carriers are doing 
the same thing, and we are getting more 
than the usual number of requests for sus- 
pension and investigation of those reduc- 
tions in rates, for general investigations, 
for fourth section relief in connection with 
reduced rates, and so on.” 


Suspends Cut in Transcontinental 
Rates on Canned Goods 


The Interstate Commerce Commission 
has suspended from January 23 until Aug- 
ust 23 railroad tariffs proposing reduced 
rates on canned goods in carloads, minimum 
60,000 Ib., from Pacific Coast territory to 
destinations east of Detroit, Mich., and Cin- 
cinnati, Ohio, and from points east of Buf- 
falo, N. Y., and Pittsburgh, Pa., to Pacific 
Coast territory. Examples of the proposed 
adjustment would be a cut from 99 cents 
per 100 Ib. to 96 cents in the rate from San 
Francisco, Calif., to Pittsburgh, and from 
116 cents to 96 cents in the San Francisco- 
New York rate. In the opposite direction 
it is proposed to cut the New York-San 
Francisco rate from 149 cents to 96 cents. 

The proceeding, docketed as I. & S. No. 
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NEW LIGHT-WEIGHT REVERSIBLE CELLAR 


The reversible cellar of the new Franklin No. 8 
Combined Lubricator & Spreader weighs less than 
half of the old cast steel cellar, costs less and 
induces better maintenance. » » » By reversing, 
tapered grease cakes may be fully consumed, thus 
increasing mileage and decreasing the cost of lubri- 


cation. Jaws of the driving box cannot close and 
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pinch the cellar. This results in the cellar having 
proper clearance in the box at all times. The hub 
end wall, which is integral with the spreader, brings 
the perforated plate closer to the hub and provides 


better hub lubrication. » » » Specify the Franklin 


No. 8 Combined Lubricator & Spreader for replace- 





ments or for new power. 
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4866, has been set for hearing before Ex- 
aminer Stiles on February 25 at the New 
Rosslyn Hotel, Los Angeles, Calif. 


Meetings and Conventions 


The following list gives names of secretaries, 
dates of next or regular meetings and places of 
meetings : 

ALLIED Rartway_ Suppry_ AssocraTion.—J. F, 
Gettrust, P. O. Box 5522, Chicago, Ill. 
AMERICAN ASSOCIATION OF FREIGHT TRAFFIC OF- 

FICERS.—W. R. Curtis, F. T. R. - oO. 
R. R., 327 S. La Salle St., Chicago, Ill. 
AMERICAN ASSOCIATION OF GENERAL BAGGAGE 
AcENtS.—E. P. Soebbing, 1431 Railway Ex- 
change Bldg., St. Louis, Mo. Annual meet- 
ing, October 21-23, 1941, San Francisco, Cal. 
AMERICAN ASSOCIATION OF PASSENGER TRAFFIC 
Orricers.—B. D. Branch, C. R. R. of N. J., 
143 Liberty St., New York, N. Y. 
AMERICAN ASSOCIATION OF RAILROAD SUPERIN- 
TENDENTS. — F. O. Whiteman, Room 332, 
Dearborn Station, Chicago, Ill. Annual meet- 
ing, June 3-5, 1941, Hotel Stevens, Chicago, 


ERICAN ASSOCIATION OF RaAiLwAy_ ADVERTIS- 

7 inc AcEnts. — E. A. Abbott, Poole Bros., 
Inc., 85 W. Harrison Phe Chicago, on : 

AMERICAN ASSOCIATION OF SUPERINTENDENTS OF 
Dintnc Cars.—F. R. Borger, C., I. & L. 
Ry., 836 S. Federal St., Chicago, Til. 

AMERICAN RatLway BripGE AND BuILpING Asso- 
CIATION.—F. O. Whiteman, Room 332, Dear- 
born Station, Chicago, Ill. Annual meeting, 
October 14-16, 1941, Hotel Stevens, Chicago, 
1 


American Rattway Car InstituTeE.—W. C. Tab- 
bert, 19 Rector St., New York, N. Y. 
AMERICAN RaILwAy DEVELOPMENT ASSOCIATION. 
—G. E. Smith, New York Central R. R., 
La Salle Street Station, Chicago, Ill. 
AMERICAN RAILWAy ENGINEERING ASSOCIATION.— 
Works in cooperation with the Association of 
American Railroads, Engineering Division.— 
W. S. Lacher, 59 E. Van Buren St., Chi- 
cago, Ill. Annual meeting, March 11-13, 
1941, Palmer House, Chicago, Ill 4 
AMERICAN RAILWAY MaGAzINE EDITORS AssociA- 
TION.—M. W. fonet, Baltimore & Ohio R. R., 
1105 B. & O. R. R. Bldg., Baltimore, Md. 
AMERICAN SHORT LINE RAILROAD ASSOCIATION. 
—J. H. Huntt, Tower Bldg., Washington, 


A ERICAN Society oF MECHANICAL ENGINEERS. 
” —C. E. Davies, 29 W. 39th St., New York, 


N, x. : 
Railroad Division, C. L. Combes, Railway 
Age, 30 Church St., New York, N. Y. 

AMERICAN TRANSIT AssociATIon.—Guy C. Heck- 
er, 292 Madison Ave., New York, N. Y. 

AMERICAN Woop Preservers’ AssocraTion.—H. 
L. Dawson, 1427 Eye St., N. W., Washing- 
ton, D. C. Annual meeting, February 4-6, 
1941, Brown Hotel, Louisville, Ky. 

AssociaTION OF AMERICAN RarLroaps.—H. J. 
Forster, Transportation Bldg., Washington, 
i 


Operations and Maintenance Department. 
—Charles H. Buford, Vice-President, 
Transportation Bldg., Washington, D. C. 
Operating-Transportation Division -——_L. 

R. Knott, 59 E. Van Buren St., Chi- 

cago, Ill. 5: ; 

Operating tg ome A C. Caviston, 30 
Vesey St., New York, N. Y. 

Transportation Section.—L. R. Knott, 
9 Van Buren _St., Chicago, Ill. 

Fire Protection and Insurance Section. 
—W. F. Steffens, New York Cen- 
tral, Room 3317, 230 Park Avenue, 
New York, N. Y.. 

Freight Station Section—L. R. Knott, 
5 Van Buren St., Chicago, Il. 
Annual meeting, June 17-19, 1941, 
Statler Hotel, St. Louis, Mo. 

Medical and Surgical Section.—J. C. 
a 30 Vesey St., New York, 


Protective Section.—J. C. Caviston, 30 
Vesey St., New York, N. Y. n- 
nual meeting, June 24-26, 1941, 
Shirley-Savoy Hotel, Denver, Colo. 

Safety Section—J. C. Caviston, 30 
Vesey St., New York, N. Y. n- 
nual meeting, April 8-10, 1941, 
Roosevelt Hotel, New Orleans, La. 

Telegraph and Telephone Section.— 
W. A. Fairbanks, 30 Vesey St., New 
York, Ni. ¥. 

Engineering Division —W. S. Lacher, 59 
E. Van Saree St., Chicago, Ill. An- 
nual meeting, March 11-13, 1941, Pal- 
mer House, Chicago, Ill. 

Construction and Maintenance Section. 
—W. S. Lacher, 59 E. Van Buren 
St., Chicago, Ill. Annual meeting, 
March 11-13, 1941, Palmer House, 
Chicago, IIl. 

Electrical Section —W. S. Lacher, 59 
E. Van Buren St., Chicago, IIl. 

Signal Section—R. H. C. Balliet, 30 

? esey St., New York, N. Y. An- 
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nual meeting, September 30-October 
2, 1941, Broadmoor Hotel, Colorado 
Springs, Colo. 

Mechanical Division —Arthur C. Brown- 
ing, 59 E. Van Buren St., Chicago, IIl. 
Annual meeting June 19-20, 1941, Ho- 
tel Jefferson, St. Louis, Mo. 
Electrical Section.—J. A. Andreucetti, 

59 E. Van Buren St., Chicago,. Ill. 

Purchases and Stores Division.—W. J. 

dae 30 Vesey St., New York, 


Freight Claim Division.—Lewis, Pilcher, 
59 E. Van Buren St., Chicago, IIl. 
Annual meeting, June 10-12, 1941, Den- 
ver, Colo. 
otor Transport Division.—George M. 
Campbell, Transportation Bldg., Wash- 


ington, ‘ : 
Car-Service Division —E. W. Coughlin, 
gor age Bldg., Washington, 


Finance, Accounting, Taxation and Valua- 
tion Department.—E. Bunnell, Vice- 
President, Transportation Bldg., Wash- 
ington, D. C. 

Accounting Division. — E. R. Ford, 
Transportation Bldg., Washington, D. 
ii Annual meeting, 1941, Denver, 
‘olo. 


Treasury Division—E. R. Ford, Trans- 
portation Bldg., Washington, D. C. 
Annual meeting, 1941, Colorado 
Springs, Colo. 

Traffic Department.—A. F. Cleveland, Vice- 
President, Transportation Bldg., Wash- 
ington, D. C. ‘ 

AssccraTIion oF Rartway Cratm AceEnts.—F. L. 
Tohnson, Claim Agent, Alton R. R., 340 W. 
Harrison St., Chicago, Ill. Annual meeting, 
June 11-13, 1941, Browne Palace Hotel, Den- 
ver, Colo. 

Brivce AND Buitptnc Suprry Men’s Assoctra- 
Tion.—R. Y. Barham, Armco Railroad Sales 
Company, 310 S. Michigan Ave., Chicago, 
Til. Meets with American Railway Bridge 
and Building’ Association. 

Canapian Rartway Crius.—C. R. Crook, 4415 
Marcil Ave., N. D. G.. Montreal, Oue. Reg- 
ular meetings, second Monday of each month 
except Tune, July and August, Windsor 
Hotel, Montreal, Que. 

Car DEPARTMENT ASSOCIATION OF ST. Lovts, 
Mo.—J. J. Sheehan, 1101 Missouri Pacific 
Bldg., St. Louis, Mo. Regular meetings, 
third Tuesday of each month, except June, 
Tuly and August, Hotel De Soto, St. Louis, 

0. 

Car DEPARTMENT OrFicers’ AsSOCIATION.—Frank 
Kartheiser, Chief Clerk. Mechanical Dept., 
Cc. B. & Q., Chicago, Ill. Annual meeting, 
September 22-24, : 

Car ForEMEN’s ASSOCIATION OF CuIcaco.—G. K. 
Oliver, 8238 S. Campbell Ave., Chicago. 
Til. Regular meetings, second Mondav of 
each month, except June, July and August, 
La Salle Hotel, Chicago, III 

CENTRAL Rattway CLus oF BurFrato.—Mrs. M. 
D. Reed, 1817 Hotel Statler, McKinley 
Square, Buffalo, N Regular meetings, 
second Thursday of each month, except June, 
i August, Hotel Statler, Buffalo, 


EASTERN ASSOCIATION OF CAR SERVICE OFFICERS. 
—J. T._Bougher, 424 W. 33rd St. (11th 
floor), New York, N. Y. 

LocomoTIvVE. MAINTENANCE OrFicers’ Assocra- 
TIonN.—J. E. dwin, Gen. Foreman, Loco. 
Dept., Missouri. Pacific R. R., No. Little 
Rock, (P. O. Little Rock), Ark. Annual 
meeting, September 22-24, 1941. , 

Master Borter MAKERS’ AssocrATIon.—A. F. 
Stiglmeier, 29 Parkwood St., Albany, N. Y. 
Annual meeting, September 22-24, 1941. 

NaTIonaL ASSOCIATION OF RAILROAD AND UTILI- 
TIES COMMISSIONERS.—Ben Smart, 7413 New 
Post Office Bldg., Washington, D. C. An- 
nual meeting, 1941, St. Paul, Minn. 

NATIONAL RArtLway APPLIANCES ASSCCIATION.— 
C. H. White, Room 1826, 208 S. La Salle 
St., Chicago, Ill. Exhibit in connection with 
A. R. E. A. Convention, March 10-13, 1941, 
International Amphitheatre, Chicago, III. 

New Encranp RarLtroap Crus.—W. E. Cade, 
Tr., 683 Atlantic Ave., Boston, Mass. Regu- 
lar meetings, second Tuesday of each month, 
except June, July, August and September, 
Hotel Touraine, Boston, Mass. 

New York Rarrroap Crus.—D. W. Pye, 30 
Church St., New York, N. Y. Regular 
meetings, third Thursday of each month, ex- 
cept June, July, August, September and De- 
cember, 29 Ww. 39th St., New York, N : 

Paciric_ Raitway Cius.—William S. Wollner, 
P. O. Box 3275, San Francisco, Cal... Regu- 
lar meetings, second Thursday of each alter- 
nate month, at Palace Hotel, San Francisco, 
and_ second Friday of each alternate month, 
at Hotel Hayward, Los Angeles. 

Rattway Business Assocration.—P. H. Middle- 
ton, First National Bank Bldg., Chicago, Ill. 

Raitway Cus or PittssurcH.—J. Conway, 
1647. Oliver Bldg., Pittsburgh, Pa. Regular 
meetings, fourth Thursday of each month, 
except June, July and August, Fort Pitt 
Hotel, Pittsburgh, Pa. 

Rattway Evectric Suprpry MANUFACTURERS’ 
Assocration.—J. McC. Price, Allen-Bradley 
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Company, 600 W. Jackson Blvd., Chicago, Ij] 
Rattway FvuEt anp TRAVELING ENGINEERS’ Asso. 
CIATION.—T. Duff Smith, Room 811, Utilities 
Bldg., 327 S. La Salle St., Chicago, Ii], 
Annual meeting, September 22-24, 1941. 

Rartway Supply MANUFACTURERS’ ASSOCIATION, 
m Conway, 1647 Oliver Bldg., Pitts. 
burgh, Pa. 

RatLway TELEGRAPH AND TELEPHONE APPLIANCE 
Association.—G, A. Nelson Waterbury Bat- 
7 ton any, od ea Be. an York, 

A eets with Telegraph and Telepho 
Seti: of A AE ies 

Raitway Tie AssociATion.—Roy M. Edmonds 
903 Syndicate Trust Bldg., St. Louis, Mo. ’ 

ROADMASTERS’ AND MAINTENANCE OF Way Asgo- 
cIATION.—F, O. Whiteman, Room 332, lear. 
born Station, Chicago, Ill. Annual meeting, 
September 16-18, 1941, Hotel Stevens, Chi- 
cago, Ill. 

Siena, AppLiaANce Assocration.—G. A. Nelson, 
Waterbury Battery Company, 30 Church St. 
New York, N. Meets with A. A. R. 
Signal Section. 

SOUTHERN AND SOUTHWESTERN RaiLway Civus.— 
A. T. Miller, 4 Hunter St., S. E., Atlanta, 
Ga. Regular meetings, third Thursday in 
— , March, May, July, September and 

ovember, Ansley Hotel, Atlanta, Ga. 

SOUTHERN AssOcIATION OF CAR SERVICE OFFICERS, 
W. Brantley, C. of Ga. Ry., Savannah, 

a. 

Toronto Rattway Crus.—D. M. George, P. 0, 
Box 8, Terminal “A,” Toronto, Ont. Regu- 
lar meetings, fourth Monday of each month, 
except June, July and August, Royal York 
Hotel, Toronto, Ont. 

Track Suppty Assocration.—Lewis Thomas, Q. 
and C. Company, 59 E. Van Buren St., Chi- 
cago, Ill. 

Unirep ASSOCIATIONS OF RAILROAD VETERANS,— 
Roy E. Collins, 112 Hatfield Place, Port 
Richmond, Staten Island, N. Y. 

WESTERN RarLway Cius.—W. L. Fox (Execu- 
tive Secretary), Room 822, 310 S. Mich- 
igan Ave., ‘Chicago, Ill. Regular meetings, 
third Monday of each month, except June, 
July, August and September, Hotel Sher- 
man, Chicago, III. 


Supply Trade 





Alfred R. Walker, electrical engineer- 
equipment, Illinois Central, Chicago, has 
been appointed automotive sales engineer 
of the American Car & Foundry Co. 





A. R. Walker 


with headquarters at New York, effective 
February 1. In his new position, Mr. 
Walker has to do with the development 
and promotion of rail-motor cars and 
Diesel-hauled streamlined trains. Born in 
Pierceton, Ind., in 1892, Mr. Walker was 
educated at Goshen college and the Uni- 
versity of Cincinnati, and entered railway 
service with the Winona Interurban dur- 
ing summer vacations. Following gradu- 
ation, he taught high school for three years 
and was employed by steel mills in electrical 
work for seven years. In 1923, he entered 
the employ of the Illinois Central as 4 


Continued on next left-hand page 
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NO. 135 OF A SERIES OF FAMOUS ARCHES OF THE WORLD 





WOODEN BRIDGE 
GOLDEN GATE PARK 


One of the most picturesque bridges in the United Unlike this bridge, the Security Sectional Arch 
States is the wooden arched foot bridge situated was developed to eliminate “doing it the hard 
in Golden Gate Park, California. This bridge, way.”’ The basic design, which was developed by 
which is a gift of the Japanese Emperor, is approx- the American Arch Company 32 years ago, was 
imately 18 ft. across and 10 ft. high. An interest- the first step in the simplification of the arch 
ing feature of this bridge is that, despite the sharp brick replacement problem. While the sectional 
incline, there are no steps. The pedestrian ob- arch has been improved upon to keep pace with 
tains a foothold on the strips of wood laid about modern conditions, itis the same basic design 
12 in. apart over the solid planking of the arch. that is today the standard on American Railroads. 


There’s More to SECURITY ARCHES Than Just Brick 


HARBISON-WALKER AMERICAN ARCH CO. 





REFRACTORIES CO. ee 
Locomotive Combustion 
Refractory Specialists Specialists » »  » 
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draftsman, later becoming inspector and 
junior and assistant engineer. In 1927 he 
became draftsman with Byllesby & Co., 
and a year later returned to the Illinois 
Central as electrical equipment engineer, 
later becoming electrical engineer-equip- 
ment. Mr. Walker served as chairman, 
electrical section, mechanical. division, A. 
A. R., from 1937 to 1939. 


J. W. Liddell has been appointed man- 
ager of the railway sales division of the 
Continental Oil Company, with head- 
quarters in Chicago. 


The Superior Car Door Company, 
Chicago, has been organized to acquire the 
steel car door and door fixture business of 
the Chicago Railway Equipment Com- 
pany. The trade name “Creco” has been 
changed to “Superior.” 


W. E. Hedgcock, acting head of the 
Sales department of American Car & 
Foundry Co. since March 29, 1940, has 
been appointed vice-president in charge of 
sales, with full authority as to the direc- 
tion of the affairs and of the personnel of 
that department, effective immediately. 


OBITUARY 


George N. DeGuire, assistant to the 
president and a director of the Locomotive 
Firebox Company, died on January 26 at 
his home in New Rochelle, N. Y., at the 
age of 56. At the time of his death he was 
also a member of the executive staff of The 
Oxweld Railroad Service Company (unit 
of the Union Carbide & Carbon Corp.) ; 
president, Ajax Hand Brake Company; 
and vice-president and a director of the 
O. C. Duryea Corporation. His head- 
quarters were at New York. Mr. DeGuire 





George N. DeGuire 


was born in Appleton, Wis., in 1884, and 
was educated in high school and in special 
business courses. In 1900 he entered rail- 
road service with the Chicago & North 
Western as a fireman at the age of six- 
teen, later becoming locomotive engineer 
and special member of the mechanical de- 
partment, successively. In 1916 he was 
assigned to special duties in the Interstate 
Commerce Commission. In 1918 he be- 
came assistant manager of the Department 
of Equipment, United States Railroad Ad- 
ministration, later becoming manager, 
which post he held until 1923. 





RAILWAY AGE 


Equipment and 
Supplies 





M. P. Places Large Equipment 
- Order 


The Missouri Pacific has ordered 18 
Diesel electric locomotives, 1,272 freight 
cars and a single unit streamliner, involv- 
ing an expenditure of $4,338,000, as fol- 
lows: 


DiEsEL-ELEctRIcC SWITCHING LOCOMOTIVES 
1—1,000 hp., Electro-Motive Corporation 
1—1,000 hp., American Locomotive Company 
3—600 hp., Electro-Motive Corporation 
2—600 hp., Baldwin Locomotive Works 
5—44-ton 360 hp., General Electric Company 
3—44-ton 360 hp., Whitcomb Locomotive Works 
3—44-ton 360 hp, Davenport-Besler Corporation 
REIGHT CARs 
400—55-ton hopper cars, American Car & Foundry 


0. 
400—55-ton hopper cars, Mt. Vernon Car Manu- 
facturing Company 
400—55-ton hopper cars, Bethlehem Steel Com- 


pany 

70—70-ton covered hopper cars, Mt. Vernon Car 
Manufacturing Company 

a well cars, American Car & Foundry 

0. 

: PASSENGER Cars 

1—rail_ motor car, American Car & Foundry 
Company 


Inquiry for this equipment was reported 
in the Railway Age of December 21. 


N. Y. C. to Spend $2,500,000 for Two 
New Streamliners 


The New York Central will replace its 
present Empire State Express, which cel- 
ebrates its fiftieth anniversary this year, 
with two new streamliners to cost between 
$2,000,000 and $2,500,000. The new equip- 
ment will be operated daily each way be- 
tween New York, Buffalo and the Mid- 
west. 

For the new trains a total of 32 stainless 
steel cars have been ordered from the 
Edward G. Budd Manufacturing Com- 
pany. Each of the. two trains will consist 
of the following cars: 
mail and mail-storage 
tavern-lounge-baggage 
parlor 
dining 
coaches 
observation-buffet 

The new trains will be hauled by fully- 
streamlined steam locomotives of the Hud- 
son-type of a design similar to that of the 
locomotives now hauling the Twentieth 
Century Limited. Details as to builder of 
locomotives have not as yet been made 
available. 


Burlington to Spend 12 Million 
Dollars for Equipment 


The Chicago, Burlington & Quincy will 
spend $2,437,279 for 30 Diesel-electric lo- 
comotives and $9,596,000 for 3,325 freight 
cars for the Burlington, the Colorado & 
Southern, and the Ft. Worth & Denver 
City in 1941. Orders for the locomotives 
have been placed as follows: 

5 360 hp. D. E. switching—General Electric 

6 600 hp. D. E. switching—Electro-Motive 

Corporation 
15 1,000 hp. D. E. switching—Electro-Motive 
Corporation 


4 2,000 hp. D. E. passenger—Electro-Motive 
Corporation 


ROOD Wee 


30 
The $9,596,000 will be used to purchase 
250 70-ton Hart Selective ballast cars, an 
order for which has been placed with the 
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Rodger Ballast Car Company, and to build 
3,075 freight cars in Burlington shops as 
follows: 


$6,481,000 for the C. B. & Q. 
200 55-ton hopper cars 
1,000 50-ton 4014-ft. box cars 
500 50-ton 50-ft. box cars 
225 50-ft. auto parts cars 


2475 
$985,000 for the C. & S. 
100 53%%4-ft. flat cars 
250 50-ton 40%2-ft. wood lined box cars 


350 


$2,130,000 for the Ft. W. & D. C. 
300 steel frame stock cars 
500 50-ton 40%4-ft. wood lined box cars 


800 














LOCOMOTIVES 


THE PerE MARQUETTE has _ ordered 
twelve 2-8-4 type freight locomotives from 
the Lima Locomotive Works. 


THE CHESAPEAKE & OHIO has ordered 
two 4-8-4, J3A type passenger locomotives 
from the Lima Locomotive Works. This 
road is also reported as having issued in- 
quiries for eight Hudson-type passenger 
locomotives. 


FREIGHT CARS 


Tue AtcHiIson, TopEKA & SAntTa FE is 
inquiring for 10 or 12 50-ton light-weight 
box cars. 


Tue Pere Marguette has ordered 40 
caboose cars from the St. Louis Car Com- 
pany. 


THE CHESAPEAKE & Ouro has placed 
orders for 1050 freight cars as follows: 


No. Weight Length Kind Ordered from 
* 
250 50-ton 40%’ box American Car & 
Foundry Co. 
250 50-ton 40%’ box General American 
Transp. Co., 
250 50-ton 40%’ box  Pullman- Standard 
Car Mfg. Co. 
250 50-ton 40%’ box Mt. Vernon Car 
Mfg. Co. 
50 50-ton 50’ flat Bethlehem Steel Co. 


This company is also inquiring for 45 


special flat and well cars. 


PASSENGER CARS : 


THE CHESAPEAKE & Outo has issued in- 
quiries for twenty all-steel, air-conditioned 
passenger coaches. 


IRON AND STEEL 


Tue Kansas Crty SouTHERN has of- 
dered 4,488 tons of rail from the Carnegie- 
Illinois Steel Company and 2,000 tons from 
the Inland Steel Company. 


_— nn tenn so) ee ok 2 


SIGNALING 


Tue WHEELING & LAKE Erie has placed 
an order with the Union Switch & Signal 
Company covering materials for automatic 
signaling protection at a crossing with the 
Baltimore & Ohio at Harmon, Ohio. The 
project includes the installation of search- 
light signals on the W. & L. E., with color- 
position-light signals on the B. & O. Fat- 
tory-wired housings are being provided to 
accommodate the relays, rectifiers, trans 
formers, etc. The field installation work 
will be carried out by the railway com 
pany’s regular signal construction forces. 
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4,320 lb. COAL AN HOUR 


or 


5,000 Ib. COAL AN HOUR 


The smaller fuel consumption represents the 
performance of a locomotive equipped with an 
Elesco feed water heater. 


This is an example of what reclaiming waste heat 
from exhaust steam through an Elesco feed water 
heater amounts to in fuel for the same work at 
the drawbar. In this case, the Elesco feed water 
heater reclaims 5,600,000 b.t.u. from the exhaust 
steam, replacing that amount of heat formerly 
generated with fuel in the firebox. 





February 1, 1941 


On any locomotive Elesco feed water heaters 
provide substantial fuel savings, water savings, 
and increased sustained boiler capacity through 
the reclamation of heat . . . utilizing otherwise 
wasted heat from the exhaust steam for pre- 
heating the boiler feed water. 


You _can cut your locomotive operating costs by 
applying Elesco feed water heaters. Write today 
for descriptive literature. 
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Financial 





ATCHISON, TopEKA & SANTA FE.—New 
Director—Merle J. Trees, vice-president 
of the Chicago Bridge & Iron Company, 
was elected a director at the regular meet- 
ing of the executive committee in Chi- 
cago on January 29. He succeeds Wil- 
liam B. Storey, former president and a 
director who died in October, 1940. 


Cuicaco & North WESTERN.—Abandon- 
ment.—This company has asked the Inter- 
state Commerce Commission for authority 
to abandon its Hastings branch, extending 
from Linwood, Nebr., to Hastings, 102.6 
miles. The petition states that the line is 
unable to pay expenses and that it runs 
through a country where there is ample 
rail and bus and truck transportation. 


Cuicaco & NortH WEsTERN.—Equip- 
ment Trust Certificates—This company 
has asked the Interstate Commerce Com- 
mission for authority to assume liability 
for $5,527,000 of equipment trust certifi- 
cates, maturing in 10 equal annual install- 
ments on March 1 of each of the years 
from 1942 to 1951, inclusive. The pro- 
ceeds will be used as part of the purchase 
price of new equipment costing a total of 
$7,282,785 and consisting of 1,000 gondola 
cars, 500 50 ft. 6 in. box cars, 200 ore cars, 
five Diesel-electric passenger locomotives, 
and 25 “400” type passenger cars. 


Exein, Jorret & EAstErN.—Equipment 
Trust Certificates—This company has been 
authorized by Division 4 of the Interstate 
Commerce Commission to assume liability 
for $2,900,000 of one per cent serial equip- 
ment trust certificates, maturing in 10 equal 
annual installments of $290,000 on January 
15 in each of the years from 1942 to 1951, 
inclusive. The issue has been sold at 
98.7946 to Drexel & Co., making the av- 
erage annual cost to the company approxi- 
mately 1.23 per cent. 


Fiorina East Coast.—Reorganization.— 
A committee representing holders of this 
company’s first and refunding mortgage 
bonds has filed with the Interstate Com- 
merce Commission and the federal district, 
court at Jacksonville, Fla., formal petitions 
for permission to transfer the pending re- 
organization of this company from equity 
proceedings to bankruptcy proceedings un- 
der section 77 of the Bankruptcy Act. A 
proposed plan of reorganization filed with 
the court last September was attached to 
the I. C. C. petition. 

The petition points out that in Decem- 
ber Judge L. W. Sturm of the Jacksonville 
court approved a decision by the parties to 
the reorganization that section 77 afforded 
a more “prompt and expeditious disposition 
of the whole matter.” 


NortHern PaciFic.—Equipment Trust 
Certificates—This road has awarded an 
issue of $3,000,000 of 134 per’ cent equip- 
ment trust certificates directly to the Equit- 
able Life Assurance Society on a bid of 
101.161, representing an interest cost to the 
road of approximately 1.53 per cent. The 
issue matures in ten annual equal install- 
ments 1941 to 1950. Although private 
sales of equipment trust issues are common, 
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it is unusual for an insurance company to 
bid directly along with banking houses. 


New York CENTRAL.—Equipment Trust 
Certificates—This road has invited bids to 
be opened February 4 on $10,900,000 of 
equipment trust certificates to be dated 
February 15 and maturing in ten equal 
annual installments. They cover approxi- 
mately 90 per cent of the cost of new 
equipment securing them for orders which 
have been placed recently. 


PENNSYLVANIA. — Abandonment. — This 
company has asked the Interstate Com- 
merce Commission for authority to aban- 
don its Pennville branch extending from 
a connection with its Clearfield branch at 
Grampian, Pa., to the terminus, 1.6 miles. 


PENNSYLVANIA. — Abandonment by the 
Cherry Tree & Dixonville—The Cherry 
Tree & Dixonville has been authorized by 
Division 4 of the Interstate Commerce 
Commission to- abandon the following 
branches : 

1. Possum Glory branch from valuation 
station 40 plus 459 to its terminus at valu- 
ation station 47 plus 621, south of Heéil- 
wood, Pa., 1.4 miles; and 

2. The Buck Run branch from valuation 
station 66 plus 39 to the terminus of the 
branch at valuation station 93 plus 91, 0.5 
mile, all in Indiana County, Pa. 


RICHMOND, FREDERICKSBURG & PoToMAc. 
—Bonds.—This company has asked author- 
ity from the Interstate Commerce Com- 
mission to issue and sell $6,500,000 of first 
and refunding mortgage sinking fund three 
per cent bonds, to be dated March 1, 1941, 
and to mature March 1, 1966. The pro- 
ceeds of the issue would be used to redeem 
all the company’s bonds now outstanding 
in the amount of $6,680,000, represented by 
$4,000,000 of four per cent first mortgage 
gold bonds due June 1, 1943, and $2,680,- 
000 of 3% per cent general mortgage gold 
bonds, due April 1, 1943. 


SouTHERN.—Release of Collateral for 
R. F. C. Loans—Division 4 of the Inter- 
state Commerce Commission has authorized 
this company to withdraw from the Re- 
construction Finance Corporation 3,252 
shares of Southwestern Construction Com- 
pany common stock pledged by it as part 
collateral security for its notes to the 
R. F. C., dated August 31, 1938, and April 
29, 1939, the unpaid principal amount of 
the notes being $14,955,000. 

Commissioner Mahaffie dissented, saying 
that he did not object to the withdrawal 
of collateral but that he felt this was the 
best collateral held by he R. F. C. and that 
some other of inferior worth should be 
withdrawn instead. , 


SouTHERN PaciFic.—New Director.— 
William W. Crocker, president of the 
Crocker First National Bank of San Fran- 
cisco, Cal., has been elected to’ the board 
and executive committee of this road to 
succeed the late Stuart L. Rawlings. 


Average Prices of Stocks and Bonds 


Last Last 
Jan. 28 week year 
Average price of 20 repre- 
sentative railway stocks.. 30.77 30.41 31.49 
Average. price of 20 repre- 
sentative railway bonds.. 64.39 63.81 58.96 
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ATcHISON, TopEKA & SANTA FeE—-J, E, 
Haddock, Ltd., Pasadena, Cal. was the 
low bidder on a grade separation project 
at Azusa, Cal. The project consists of 
raising the railroad grade and constructing 
a single track railroad bridge over Foot- 
hill boulevard. The bridge will consist 
of two 133-ft. continuous steel girder spans 
on a steel and concrete pier and two con- 
crete abutments, providing for two 35-ft, 
roadways below, separated by a six-foot 
dividing strip and two five-foot sidewalks 
on Foothill boulevard. The railway com- 
pany will perform all track work except 
grading and will relocate all signal and 
telegraph lines and appurtenances. The 
total cost of the project will be approxi- 
mately $239,300. 


GALESBURG & GREAT EASTERN.—This 
company would be authorized to construct 
an extension of its line from Victoria, II, 
northeasterly to a connection with a branch 
line’ of the Chicago, Rock Island & Pacific 
at Lafayette, 9.5 miles, if Division 4 of the 


- Interstate Commerce Commission adopts a 


proposed report of its Examiner J. §. 
Prichard. The certificate would be grant- 
ed with the condition attached that at any 
time during the next five years the Chi- 
cago, Burlington & Quincy or the Rock 
Island may acquire joint and equal control 
of the line. 


Gur, CoLtorapo & SANTA FE.—A con- 
tract amounting to $72,600 has been award- 
ed C. K. Howard & Co., Dallas, Tex., for 
the construction of an underpass and ad- 
jacent roadway approaches for U. §. 
Highway No. 67, under the track of the 
Gulf, Colorado & Santa Fe one mile south 
of Cedar Hill, Tex. The bridge, which 
will consist of one 55 ft. 6-in. and two 51-ft. 
6-in. steel girder spans, will provide a road- 
way width of 36 ft. for the highway, and 
a vertical clearance of 14 ft. 6 in. 


PENNSYLVANIA.—This company and the 
Pittsburgh, Cincinnati, Chicago & St 
Louis, a subsidiary, have asked the Inter- 
state Commerce Commission for authority 
to construct and operate a new line extend- 
ing from: Jeffersonville, Ind., to Charles- 
town, five miles. The new line would con- 
nect with a new powder plant now under 
construction at Charlestown by the federal 
government as a part of the national de- 
fense program. 


SouTHERN Paciric.—The Department of 
Public Works of California has awarded a 
contract amounting to $422,400 to Byerts 
& Dunn and Oscar Oberg, Los Angeles, 
Cal., for the construction of three bridges 
and three pedestrian underpasses in con- 
nection with a grade separation project at 
Burbank, Cal. The bridges will consist of 
one railroad bridge over a State Highway 
and two reinforced concrete bridges for 
service roads over the highway. The rail- 
road bridge will consist of two 68-ft. spans. 
One of the pedestrian underpasses will pass 
under the Southern Pacific track, one un 
der the State Highway only and one under 
the railroad, the State Highway and Rowe 
Avenue. 
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EXECUTIVE 


T. E. McAndrews has been appointed 
assistant to the president of the Virginian, 
with headquarters at Norfolk, Va. 


F. W. Hankins, assistant vice-presi- 
dent-chief of motive power of the Penn- 
sylvania, has been appointed assistant vice- 
president in charge of operation, with head- 
quarters as before at Philadelphia, Pa. Mr. 
Hankins will devote his entire time to ex- 
ecutive work. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


C. T. Lewis, Jr., assistant general at- 
torney on the New York Central at Co- 
lumbus, Ohio, has been transferred to 
Cleveland, Ohio, succeeding H. E. King, 
who retired on January 1. The position 
of assistant general attorney at Columbus, 
has been abolished. 


E. C. Lademann, division attorney for 
the Baltimore & Ohio Chicago Terminal at 
Chicago, has been promoted to general at- 
torney for the B. & O. C. T. and division 
attorney for the Baltimore & Ohio, with 
headquarters at Chicago. Mr. Lademann’s 
name was incorrectly spelled as E. C. Led- 
man in the announcement in the Railway 
Age of January 11. 


Judge Charles D. Clark, whose retire- 
ment as general attorney of the Baltimore 
& Ohio Chicago Terminal, with headquar- 
ters at Chicago, was announced in the 
Railway Age of January 11, was born in 
Chicago on November 19, 1864, and at- 
tended Wheaton College and Union Law 
School in Chicago. He entered railway 
service in 1895 as chief clerk to Elbert H. 
Gary, the local counsel of the B. & O. at 
Chicago, later becoming junior partner of 
Pam, Calhoun & Glennon, and a member 
of the firm Calhoun, Lyford, Sheean, at- 
torneys for the B. & O. In 1917, he was 
appointed assistant general counsel of the 
B. & O. C. T. and also division attorney 
of the B. & O. at Chicago. In 1925, he 
was advanced to division counsel for the 
B. & O. at Chicago and in 1935, he was 
appointed also general attorney of the B. 
& O. C. T., continuing in both positions 
until his retirement. Judge Clark also 
served from 1908 to 1914 as county judge 
of Du Page county at Wheaton, II1. 


TRAFFIC 


Robert A. Albright, perishable freight 
agent on the St. Louis-San Francisco at 
Los Angeles, Cal., has been promoted to 
general agent at that point, a newly created 
Position. 


G. C. Clegg, general agent for the Den- 
ver & Rio Grande Western at Detroit, 
Mich. has been promoted to eastern man- 
ager, a newly created position, with head- 
quarters at Chicago. J. M. Higgins, gen- 
eral agent at Minneapolis, Minn., has been 
transferred to Detroit, succeeding Mr. 
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Clegg, and W. D. Fernald, traveling 
freight and passenger agent at Kansas 
City, Mo., has been advanced to general 
agent at Minneapolis, replacing Mr. Hig- 
gins. J. B. Latimer, traveling freight 
and passenger agent at Dallas, Tex., has 
been promoted to general agent at Pueblo, 
Colo., relieving A. C. Dick, who has been 
transferred to Cincinnati, Ohio, succeeding 
J. H. Harper, who retired on February 1. 


Robert G. Henderson, whose appoint- 
ment as general freight agent of the Bos- 
ton & Albany at Boston, Mass., was re- 


- ported in the Railway Age of January 11, 


was born at Salem, Mass., on January 25, 
1889. He was graduated from Harvard 
College in 1910, with an A.B. degree, and 
entered railroad service in 1911 in the 
operating department of the Boston & Al- 
bany. From 1915 to May, 1917, he served 
as chief clerk to general superintendent of 
that road and from May, 1917, to June, 
1919, he was Captain and Major, 14th 
Railway Engineers. Mr. Henderson was 
supervisor mail and express for the Boston 
& Albany from 1920 to 1922 and was ap- 
pointed assistant general freight agent of 
the Boston & Albany in 1926, the positidn 
he held until his recent appointment. 


A. O. Selover, assistant general live- 
stock agent on the Missouri Pacific at 
Kansas City, Mo., has been promoted to 
general livestock agent, with the same 
headquarters, succeeding D. E. Horton, 
who has been assigned to other duties be- 
cause of ill health. 


David E. Gelatt, whose appointment as 
assistant to vice-president, freight traffic, 
of the New York Central at New York 
was reported in the Railway Age of Janu- 
ary 25, was born at Susquehanna, Pa., on 
January 15, 1873. He entered railroad 
service on May 23, 1893, as stenographer 
in the passenger department of the New 
York Central & Hudson River (now New 
York Central), and in October, 1893, he 
was transferred to the general freight of- 
fice. In March, 1898, Mr. Gelatt was 
appointed rate clerk; in October, 1904, 
chief clerk; in February, 1905, traveling 
freight agent; and in October, 1906, divi- 
sion freight agent. Mr. Gelatt became sec- 
ond assistant general freight agent in May, 
1907; assistant general freight agent in 
January, 1910; general freight agent in 
March, 1920, and general coal freight agent 
in December, 1923. He was appointed as- 
sistant freight traffic manager in January, 
1925, and in December, 1929, became freight 
traffic manager at New York, the position 
he held until his recent appointment. 


M. R. Garrison, whose appointment as 
assistant to vice-president, freight traffic, 
of the New York Central at New York 
was reported in the Railway Age of Janu- 
ary 25, was born at Haverstraw, N. Y., 
on November 18, 1888. He entered rail- 
road service in May, 1906, as stenographer 
for the West Shore (now New York Cen- 
tral), which position he held until April, 
1909, when he became stenographer in the 
office of the general freight agent of the 
New York Central. In June, 1915, he be- 
came chief clerk to assistant general freight 
agent and in February, 1918, was assigned 
to the office of regional director, United 
States Railroad Administration, later be- 
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coming office assistant to traffic assistant, 
Eastern region. At the end of federal con- 
trol he became chief clerk to traffic manag- 
er of the New York Central, and was ap- 
pointed chief of tariff bureau in December, 
1923. Mr. Garrison was assistant general 
freight agent from December, 1926, to De- 


cember, 1929, when he became general 
freight agent. He was appointed assistant 
general freight agent on July 1, 1932, the 
position he held until his recent appoint- 
ment. 


J. P. Patterson, whose appointment as 
senior assistant to vice-president, freight 
traffic, of the New York Central at New 
York, was reported in the Railway Age 
of January 25, was born at St. Catharines, 
Ont., and entered railway service in July, 
1907, as general clerk on the New York 
Central at Buffalo, N. Y. His entire ca- 
reer has been with the New York Central. 
In 1915 Mr. Patterson was appointed chief 
clerk in the division freight office at Buf- 
falo and at Erie, Pa, and from 1916 to 
1923 he served successively as chief clerk 
to freight traffic manager and chief clerk 
in consolidated. office of assistant traffic 
manager and freight traffic manager. He 
was division freight agent at Toledo, Ohio, 
from 1923 to 1925, when he became as- 
sistant to trafic manager at New York. 
Mr. Patterson was assistant freight traffic 
manager at Chicago from January to No- 
vember, 1927, then becoming freight traffic 
manager. In April, 1931, he was appoint- 
ed traffic manager at Chicago and in July, 
1932, assistant freight traffic manager at 
Chicago. He was appointed assistant gen- 
eral freight traffic manager at New York 
in June, 1935, the position he held until 
his recent appointment. 


William Thornton Stevenson, general 
freight traffic manager of the New York 
Central system at New York, whose re- 
tirement was reported in the Railway Age 
of January 25, was born at Covington, Ky., 
on September 20, 1873. Mr. Stevenson 
entered railroad service in 1890, as office 
boy on the Chesapeake & Ohio. From 
1890 to 1891 he was ticket agent for the 
Chesapeake & Ohio and the Louisville & 
Nashville, then serving with the Chesa- 
peake & Ohio as assistant city ticket agent, 
stenographer and clerk to general super- 
intendent, and secretary to assistant gen- 
eral passenger agent, successively. From 
1896 to 1899 Mr. Stevenson was secretary 
to freight traffic manager of the Cleve- 
land, Cincinnati, Chicago & St. Louis, then 
serving until 1901 as traveling freight 
agent, Fast Freight Lines. In 1901 he 
became chief clerk to assistant general 
freight agent of the Cleveland, Cincinnati, 
Chicago & St. Louis at Cincinnati, Ohio, 
and in 1902 became division freight agent, 
Cincinnati Northern at Jackson, Mich. In 
1907 he returned to the Big Four, serving 
until 1920 as chief of tariff bureau, assistant 
general freight agent and general freight 
agent, successively, all at Cincinnati. He 
was traffic manager at Cincinnati for the 
Big Four, the Evansville, Indianapolis & 
Terre Haute, and the Cincinnati Northern 
from 1920 to 1930, when he became assist- 
ant vice-president of the New York Cen- 
tral system at Chicago, being transferred 
to New York in 1931. Mr. Stevenson was 
appointed general freight traffic manager 











in 1932, the position he held until his re- 
tirement, effective January 15. 


OPERATING 


C. N. Campbell, train dispatcher on the 
Illinois Central at Vicksburg, Miss., has 
been promoted to trainmaster at Baton 
Rouge, La., succeeding W. H. Shields, 
deceased. 


Frederick P. Ketterer has been ap- 
pointed superintendent of the Pittsburgh 
& Lake Erie, with headquarters at Pitts- 
burgh, Pa., to succeed Frank M. Brown, 
who retired on December 31, 1940, in con- 
formity with the company’s age limitation 
tule, following 52 years of continuous serv- 
ice. Mr. Brown was born on January 4, 
1871, at Monmouth, IIl., and entered rail- 
road service in June, 1888, as dispatcher 
on the Pittsburgh & Lake Erie, then serv- 
ing successively as chief dispatcher, super- 
intendent telegraph, assistant trainmaster 
and superintendent. 


R. J. Morton, general superintendent 
of the Chattahoochee Valley, has been pro- 
moted to general manager, with headquar- 
ters as before at West Point, Ga., succeed- 
ing C. E. Wright, deceased. Robert F. 
Lanier has been appointed general super- 
intendent, replacing Mr. Morton. 


D. C. King, purchasing agent of the 
Virginian, with headquarters at Norfolk, 
Va., has been appointed acting general 
manager, with the same headquarters. A. 
R. Kyle, superintendent at Victoria, Va., 
has been appointed superintendent of tele- 
graph and signals, with headquarters at 
Princeton, W. Va. 


J. D. Younger, electrical supervisor on 
che Illinois Central at Chicago, has been 
promoted to electrical engineer-equipment, 
with the same headquarters, succeeding 
A. R. Walker, whose appointment with 
the American Car & Foundry Company, 
New York, is announced elsewhere in this 
issue. 


H. L. Nancarrow, superintendent of 
the Pittsburgh division of the Pennsylva- 
nia, with headquarters at Pittsburgh, Pa., 
has been promoted to general superinten- 
dent of the Lake division, with headquar- 
ters at Cleveland, Ohio, to succeed Walter 
W. Patchell, who has been transferred to 
the Eastern Pennsylvania division at Har- 
risburg, Pa., succeeding H. W. Jones, who 
has been appointed chief of motive power. 
Frank W. Stoops, superintendent of the 
Philadelphia division at Harrisburg, has 
been transferred to the Pittsburgh divi- 
sion, to succeed Mr. Nancarrow. C. D. 
Merrill, superintendent of the Williams- 
port (Pa.) division, has been transferred 
to the Philadelphia division. H. B. Stet- 
son, passenger trainmaster of the Middle 
division at Altoona, Pa., succeeds Mr. Mer- 
rill as superintendent of the Williamsport 
division. 

R. C. Thayer, assistant superintendent 
of telegraph on the Great Northern, has 
been promoted to superintendent of tele- 
graph, with headquarters as before at St. 
Paul, Minn., succeeding A. W. McKay, 
who retired on February 1. A. H. Fox 


has been appointed assistant superintendent 
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of telegraph at St. Paul, replacing Mr. 
Thayer. 

Mr. McKay entered railway service in 
1900 as a telegraph operator on the Great 
Northern at Havre, Mont., and was later 
promoted successively to night chief oper- 
ator and manager of the Havre relay of- 
fice. In 1910 he was transferred to Spo- 
kane, Wash., and in 1916 to St. Paul, 
Minn. Mr. McKay was advanced to as- 
sistant superintendent of telegraph at St. 
Paul in 1917, and in 1920 he was trans- 
ferred to the Western district, with head- 
quarters at Spokane. He was promoted 
to superintendent of telegraph, with head- 
quarters at St. Paul, in May, 1930. 


ENGINEERING AND SIGNALING 


W. A. Blackwell, assistant engineer 
maintenance of way of the Western Mary- 
land, has been appointed engineer main- 
tenance of way, with headquarters at Bal- 
timore, Md. The position of assistant 
engineer maintenance of way has been 


abolished. 


Roy Putman Hart, whose promotion 
td bridge engineer of the Missouri Pacific, 
with headquarters at St. Louis, Mo., was 





Roy Putman Hart 


announced in the Railway Age of January 
11, was born at Springfield, Mo., on Feb- 
ruary 14, 1892, and graduated in civil en- 
gineering from the University of Missouri 
in June, 1913. He entered railway service 
at Omaha, Neb., on June 7, 1913, as time- 
keeper for a system steel erection gang, 
later serving as assistant foreman, fore- 
man, and inspector on various bridge con- 
struction projects and as a draftsman, esti- 
mator and designer in the bridge depart- 
ment at St. Louis. In November, 1919, he 
was promoted to chief draftsman and in 
February, 1931, he was advanced to as- 
sistant engineer. In the fall of 1938 he 
was further advanced to assistant bridge 
engineer, the position he held until his re- 
cent promotion. 


Raymond Arthur Gravelle, whose 
promotion to engineer maintenance of way 
of the Grand Trunk Western, with head- 
quarters at Detroit, Mich., was announced 
in the Railway Age of December 7, was 
born at Detroit on September 25, 1896, and 
entered railway service on the Grand 
Trunk Western on May 16, 1916, as a 
rodman in the transportation department 
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at Detroit. He was later promoted suc- 
cessively to instrumentman and assistant 
engineer of the Detroit terminal. In Oc- 
tober, 1932, he was appointed assistant en- 





Raymond Arthur Gravelle 


gineer of the Detroit division and the De- 
troit terminal and early in 1940 he was 
appointed acting field representative of the 
industrial department, the position he held 
until his promotion on November 15 to 
engineer maintenance of way. 


Frederick W. Biltz, assistant to the 
general superintendent of the Reading, with 
headquarters at Reading, Pa., has been 
promoted to the newly-created position of 
engineer maintenance of way, with the 
same headquarters. Mr. Biltz was born on 
August 15, 1892, at Ashland, Pa., and was 
graduated from Lafayette college with a 
degree in civil engineering in 1917. Im- 
mediately after his graduation, Mr. Biltz 
entered railway service with the Reading 
as a levelman in the office of the resident 
engineer at Philadelphia, Pa. In July, 1917, 
he was promoted to assistant supervisor of 
track, with headquarters at Tamaqua, Pa. 
Mr. Biltz was furloughed in February, 
1918, to enter military service, where he 
served as a commissioned officer overseas 
in the railway transportation corps of the 
A. E. F. In July, 1919, he returned to the 





Frederick W. Biltz 


Reading as assistant supervisor of track 
at Tamaqua, later serving in the same Ca 
pacity at Reading and Trenton Junction, 
N. J. In July, 1922, he was promoted to 
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supervisor of track with headquarters at 
Olney, Pa., serving successively in this ca- 
pacity at Mahanoy Plane, Pa., Pottsville 
and Pottstown. He was further promoted 
to assistant division engineer at Reading 
in September, 1934, and after two years in 
this capacity he became assistant to the 
general superintendent, in which position 
his duties were concerned entirely with 
maintenance of way matters. His promo- 
tion to engineer maintenance of way be- 
came effective on January 16. 


L. T. Nuckols, engineer of track of 
the Chesapeake & Ohio, has been promoted 
to the newly-created position of assistant 
chief engineer, with headquarters as before 
at Richmond, Va., effective January 18. 
L. J. Drumeller, division engineer, with 
headquarters at Hinton, W. Va., has been 
promoted to engineer of track, with head- 
quarters at Richmond, to succeed Mr. 
Nuckols. H. §. Talman, assistant divi- 
sion engineer of the Russell division, with 
headquarters at Russell, Ky., has been pro- 
moted to division engineer of the Hinton 
division, with headquarters at Hinton, W. 
Va., to succeed Mr. Drumeller. F. P. 
Barrick, assistant division engineer at 
Ashland, Ky., has been transferred to the 
Russell division to replace Mr. Talman. 


Lansing W. Althof, whose promotion 
to district engineer of the Eastern district 
of the Union Pacific, with headquarters at 


Omaha, Neb., was announced in the Rail-. 


way Age of January 11, was born at Oak- 
land, Cal., on July 31, 1886, and entered 
railway service in December, 1908, as a 
draftsman on the Southern Pacific, where 
he remained until October, 1910. In May, 
1911, he became an assistant engineer on 





Lansing W. Althof 


the Oregon Short Line (now part of the 
Union Pacific) and from that date until 


October, 1916, served in various capacities 


in the track and bridge and building de- 
partments. From October, 1916, to Feb- 
ruary, 1918, he served in the maintenance 
of way department of the Union Pacific 
as assistant engineer on special investiga- 
tion work and on construction. He left 
railway service in February, 1918, to be- 
come superintendent of hull construction 
for the Merchants Shipbuilding Corpora- 
tion, where he remained until April, 1923, 
when he again entered railway service as 
an assistant engineer on the Oregon Short 
Line. In April, 1925, Mr. Althof was pro- 
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moted to division engineer of the Idaho 
division, with headquarters at Pocatello, 
Idaho, and in January, 1928, he was pro- 
moted to engineer maintenance of way of 
the Oregon Short Line, with the same 
headquarters. In August, 1931, the posi- 
tion of engineer maintenance of way at 
Pocatello was abolished and he was ap- 
pointed division engineer at that point. Mr. 
Althof was later transferred to Salt Lake 
City and then appointed roadmaster at Dil- 
lon, Mont. In April, 1935, he was pro- 
moted to division engineer at Portland, the 
position he held until his recent promotion. 


MECHANICAL 


Alfred R. Walker, electrical engineer- 
equipment, Illinois Central, with headquar- 
ters at Chicago, has been appointed auto- 
motive sales engineer of the American Car 
& Foundry Co., with headquarters at New 
York, effective February 1. A photograph 
of Mr. Walker and a biographical sketch 
of his career are published in the Supply 
Trade News columns of this issue. 


H. W. Jones, general superintendent of 
the Eastern Pennsylvania division of the 
Pennsylvania, with headquarters at Har- 
risburg, Pa., has been appointed chief of 
motive power, with headquarters at Phil- 
adelphia, Pa. R. G. Bennett, general su- 
perintendent of motive power of the East- 
ern region, has been appointed assistant 
chief of motive power, with headquarters 
as before at Philadelphia. W. R. Elsey, 
mechanical engineer at Philadelphia, has 
been appointed general superintendent of 
motive power, Eastern region, succeeding 
Mr. Bennett. C. K. Steins, assistant 
chief of motive power-locomotive, at Phil- 
adelphia, has been appointed mechanical en- 
gineer, succeeding Mr. Elsey. 


PURCHASES AND STORES 


F. C. Holton, assistant superintendent 
motive power of the Virginian, has been 
appointed purchasing agent, with headquar- 
ters as before at Norfolk, Va., to succeed 
D. C. King, who has been appointed act- 
ing general manager. The position of as- 
sistant superintendent motive power has 
been abolished. 


R. A. Schuff, division storekeeper on 
the Chicago, Burlington & Quincy at Gales- 
burg, Ill., has been transferred to Have- 
lock, Neb., succeeding I. G. Morrison, 
whose death on January 21 is announced 
elsewhere in these columns. A. G. Swan- 
son, inspector of stores, with headquarters 
at Chicago, has been appointed division 
storekeeper at Galesburg, relieving Mr. 
Schuff, and G. J. Zimbleman, division 
storekeeper at Lincoln, Neb., has been ap- 
pointed inspector of stores, with headquar- 
ters at Chicago, replacing Mr. Swanson. 
R. H. Johnson, division storekeeper at 
Alliance, Neb., has been transferred to 
Lincoln, succeeding Mr. Zimbleman, and 
H. O. Condit, storekeeper at Beardstown, 
Ill., has been promoted to division store- 
keeper at Alliance, relieving Mr. Johnson. 


OBITUARY 


Henry K. McHarg, president and di- 
rector of the Detroit & Mackinac, with 
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headquarters at Ridgefield, Conn., died on 
January 28 of a heart attack at the Moun- 
tain Lake Club near Lake Wales, Fila, 
at the age of 89. Mr. McHarg was born 
on February 6, 1851, at Albany, N. Y., and 
began his career as a bank clerk in 1866, 
becoming a member of the New York 
Stock Exchange in 1872. From 1882 to 
1928 he was a director and from 1893 to 
1920 vice-president of the Bank of Man- 
hattan Company. Mr. McHarg was also 
a director of the New York, Ontario & 
Western and the Virginia Iron, Coal & 
Coke Company. 


I. G. Morrison, division storekeeper on 
the Chicago, Burlington & Quincy at Have- 
lock, Neb., died suddenly of a heart attack 
on January 21. 


C. E. Green, who retired in 1936 as 
assistant to the general manager of the 
Chicago, Rock Island & Pacific, with head- 
quarters at Chicago, died in Humboldt, 
Iowa, on January 27. 


Eliot Sumner, who retired in 1937 as 
assistant to general superintendent motive 
power of the Eastern region of the Penn- 
sylvania at Philadelphia, Pa., died of a 
heart attack on January 29 at his home in 
Essex Fells, N. J., at the age of 67. Mr. 
Sumner was president of the New York 
Railroad Club between 1928 and 1930. 


George J. Shreeve, superintendent of 
car service of the Belt Railway of Chicago, 
died in that city on January 24, after a 
short illness. Mr. Shreeve was born in 
Hamilton, Ont. on May 10, 1870, and 
entered railway service in 1888 as a loco- 
motive fireman on the Wabash. He served 
as a locomotive engineman on that railway 
from 1892 to 1894 when he entered the 
employ of the Belt Railway of Chicago in 
the same capacity. He was promoted to 
traveling engineer in 1902, to general yard- 
master in 1904 and to trainmaster in 1910. 
From 1913 to 1918 he served as superin- 
tendent and in the latter year was pro- 
moted to general superintendent, which 
position he held until 1933, when he was 
made superintendent of car service. Mr. 
Shreeve was active in the American Asso- 
ciation of Railroad Superintendents, having 
served as a vice-president in 1925-26 and as 
a director from 1934 to 1937. 


George Theron Slade, a former vice- 
president of the Northern Pacific, died at 
St. Paul, Minn., on January 24. Mr. Slade 
was born in New York on July 22, 1871, 
and graduated from Yale University in 
1893. He entered railway service in 1893 
as a clerk on the Great Northern, later 
serving successively on various roads as 4 
timekeeper, assistant roadmaster, chief 
clerk to the superintendent, assistant super- 
intendent, and superintendent. On March 
1, 1901, he became superintendent of the 
Wyoming and Jefferson divisions of the 
Erie and five months later he was appoint- 
ed general superintendent of the Erie divi- 
sion. On April 1, 1903, he returned to the 
Great Northern as general superintendent 
and in 1907 he went with the Northern 
Pacific as general manager. Mr. Slade 
was advanced to third vice-president 11 
1910, and to first vice-president in August, 
1913. During the first World War he 
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; Safequarded by an UNSEEN CHAPERON 


Speeding along amid colorful, swanky appointments, your 
~ young patrons are comfortable, companionable, and care- 
free, oblivious perhaps, to their unseen protector up front 
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served as lieutenant-colonel on the staff of 
the Director of Transportation, United 
States Expeditionary Forces. In 1919, he 
made an inspection of the government rail- 
way in Alaska and later went abroad as a 
representative of the War Department. The 
following year he served as a member of 
the President’s second Industrial Confer- 
ence at Washington, D. C., a short time 
later becoming president of the Absoraka 
Oil Development Company, New York. In 
1923 and 1924 Mr. Slade served as presi- 
dent of the Tidewater Oil Company. He 
also served for a time as a director of the 
Lehigh Valley, the Southern and _ the 
Northern Pacific. 


Wallace Theodore Gill, vice-president 
and general manager of the Piedmont & 
Northern and the Durham & Southern, 





RAILWAY AGE 








with headquarters at Charlotte, N. C., died 
on January 28 at the Poinsett hotel, Green- 
ville, S. C., of a heart attack. Mr. Gill 
was born on September 26, 1886, at Rich- 
land, Pasco county, Fla., and attended the 
University of Florida. He entered rail- 
road service on October 1, 1901, as switch 
tender for the Atlantic Coast Line at Rich- 
land, Fla., serving successively as section 
laborer, pumper, agent-operator at St. 
Catherine, Fla.; traveling relief agent and 
ticket clerk-operator at St. Petersburg, 
Fla.; flagman between St. Petersburg and 
Jacksonville; conductor, penalty car clerk 
in the superintendent’s office at Gaines- 
ville, Fla.; and train dispatcher. Mr. Gill 
then served as conductor, chief dispatcher 
and superintendent, successively, for the 
Charlotte Harbor & Northern (now Sea- 
board Air Line) at Hull, Fla., from Sep- 
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tember 1, 1907, to September 1, 1908, then 
serving as chief rate clerk and traveling 
auditor, successively, for the Florida East 
Coast at St. Augustine, Fla. On Septem- 
ber 1, 1909, he became traveling auditor 
for the Southern, and in October, 1909, 
chief clerk and traveling auditor, Chicago 
& North Western, Chester, S. C. Mr, 
Gill entered the service of the Piedmont & 
Northern on December 1, 1912, at Char- 
lotte, N. C., serving successively as travel- 
ing auditor, freight claim agent, commer- 
cial agent and assistant to general manager, 
He was appointed general manager of the 
latter road on March 31, 1934, and on 
March 13, 1935, became vice-president and 
general manager of the Durham & South- 
ern. On March 27, 1935, Mr. Gill was 
also appointed vice-president and general 
manager of the Piedmont & Northern. 








Operating Revenues and Operating Expenses of Class I Steam Railways 


Compiled from 132 Monthly Reports of Revenues and Expenses Representing 136 Class I Steam Railways 


(Switching and Terminal Companies Not Included) 


FOR THE MONTH OF NOVEMBER, 1940 AND 1939 
























United States Eastern District Southern District Western District 
A aa g A i A— a 
. Item 1940 1939 1940 1939 1940 1939 1940 1939 
Miles of road operated at close of 
2 RE eas cate cine Sep nic bats Miata 232,629 233,321 57,342 57,514 44,248 44,421 131,039 131,386 
evenues: 
PEE SS aa sass kes has $315,204,287 $310,434,157 $133,284,083 $134,595,686 $62,575,554 $62,594,503 $119,344,650 $113,243,968 
Oe eee cal cee pie hiss ‘ 31,244,152 29,288,855 17,552,127 16,580,939 4,121,6 1645,526 9,570,417 9,062,390 
Ee PS. sees SSR RR as esse oP 8,579,140 8,280,967 3,326,573 3,803,977 1,472,260 1,430,892 3,780,307 3,716,498 
es ee ae er AEC 4,664,677 4,518,796 2,021,114 1,993,445 70,641 844,140 1,772,922 1,681,211 
All other operating revenues...... 15,671,586 15,503,964 7,924,515 7,843,165 1,900,362 1,851,926 5,846,709 5,808,873 
E Railway operating revenués ... 375,363,842 368,026,739 164,108,412 164,146,812 70,940,425 70,366,987 140,315,005 133,512,940 
xpenses: 
Maintenance of way and structures 39,607,262 38,092,758 16,032,613 15,574,096 7,486,594 7,338,797 16,088,055 15,179,865 
Maintenance of equipment ...... 69,063,518 70,802,890 31,779,406 33,674,265 13,346,655 12,920,848 23,937,457 24,207,777 
BEM SS sh st oce rhe ns ce oe es 8,799,560 9,004,133 3,117,357 3,148,440 1,796,377 1,778,091 3,885,826 4,077,602 
Transportation—Rail line ........ 128,085,930 124,560,576 58,320,029 57,636,573 21,230,735 20,770,322 48,535,166 46,153,681 
Transportation—Water line ...... 532,568 S008. (Goebel: | ee ene 532,568 415,298 
Miscellaneous operations ......... 3,066,661 2,970,116 1,404,627 1,389,800 362,178 316,425 1,299,856 1,263,891 
RSOWNBTOE oe 6 ois 5%0 5's cine 4b wo be 2earow's 10,657,559 10,675,576 4,216,436 4,234,847 2,068,803 2,030,120 4,372,320 4,410,609 
Transportation for investment—Cr. 358,276 351,046 ,076 111 46,266 45,933 227,934 247,002 
Railway operating expenses .... 259,454,782 256,170,301 114,786,392 115,599,910 46,245,076 45,108,670 98,423,314 95,461,721 
Net revenue from railway operations 115,909,060 111,856,438 49,322,020 48,546,902 24,695,349 25,258,317 41,891,691 38,051,219 
Railway tax accruals .......... ie sce 34,080,361 30,498,802 15,155,586 11,823,779 7,650,137 7,139,257 11,274,638 11,535,766 
Railway operating income ..... 81,828,699 81,357,636 34,166,434 36,723,123 17,045,212 18,119,060 30,617,053 26,515,453 
Equipment rents—Dr. balance ...... 7,840,358 7,943,781 3,697,147 4,223,959 219,091 *148,490 3,924,120 3,868,312 
Joint facility rent—Dr. balance ..... 2,889,424 2,999,238 1,559,920 1,626,563 337,039 327,429 992,465 1,045,246 
Net_ railway operating income .. 71,098,917 70,414,617 28,909,367 30,872,601 16,489,082 17,940,121 25,700,468 21,601,895 
Ratio of expenses to revenues (per- 
OED 5 no 55s eine SoS AAAS eas 69.1 69.6 69.9 70.4 65.2 64.1 70.1 71.5 
Depreciation included in operating ex- - 
PENBCB 500% 0 pa eet aca es or cask 17,147,638 16,728,761 7,374,000 7,285,388 3,488,192 3,312,903 6,285,446 6,130,470 
PO72EGH RAREB 86 is esids 6:6 sae $908 ess, 9,786,462 9,369,548 4,350,197 4,231,818 1,723,813 1,632,854 3,712,452 3,504,876 
PTE UE BONEN 2h a bs so osae hode ase 24,293,899 21,129,254 10,805,389 7,591,961 5,926,324 5,506,403 7,562,186 8,030,890 
FOR ELEVEN MONTHS ENDED WITH NOVEMBER, 1940 AND 1939 
United States Eastern District Southern District Western District 
i we wei REE A aRN a ke : 
Item 1940 1939 1940 1939 1940 1939 1940 1939 
Miles of road operated at close of 
R month# ....... oc cc cccccccccccee 232,812 233,501 57,372 Lv Pal f 44,300 44,465 131,140 131,459 
evenues: 
PEMEME «15 US Sieh wah eae eee nee $3,228,799,118 $2,974,824,732 $1,365,778,567 $1,226,412,272  $646,551,296 $595,655,818 $1,216,469,255 $1,152,756,642 
MRO ssc tla cla ccs ees eM 477 79,100,007 , ,061 211,377,855 53,173,276 48,016,316 118,134,140 119,705,836 
TEARS SS SPS ACI ey yy eer me 89,783,105 88,034,776 34,507,377 33,794,738 15,295,858 15,143,492 39,979,870 39,096,546 
Sa ee rs ee 49,762,670 49,457,859 21,160,836 20,578,931 9,555,203 9,955,219 19,046,631 18,923,709 
All other operating revenues...... 170,035,576 158,406,618 83,439,166 76,823,416 21,087,722 19,402,443 65,508,688 62,180,759 
E Railway operating revenues . 3,914,808,946 3,649,823,992 1,710,007,007 1,568,987,212 745,663,355 688,173,288 1,459,138,584 1,392,663,492 
xpenses: 
a of way and structures 460,614,401 431,547,893 179,470,656 162,410,397 85,146,142 76,291,472 195,997,603 192,846,024 
Maintenance of equipment ...... 748,426,677 699,638,856 337,946,913 307,861,952 146,935,975 133,464,322 263,543,789 258,312,582 
MMOD acc uwstcs cree san 6 nena cts 98,435,513 97,497,574 35,575,726 35,330,999 18,993,616 18,402,642 43,866,171 43,763,933 
Transportation—Rail line ........ 1,358,930,724 1,287,965,972 621,970,603 579,289,280 230,039,680 215,757,985 506,920,441 492,918,707 
Transportation—Water line ...... 6,056,759 MONS ee OT ee | eA ROG See tae 6,056,759 4,612,921 
Sitacdigins ODETRUNNS S0.0266%55 35,347,686 34,427,942 15,568,784 14,829,088 4,740,019 4,106,020 15,038,883 15,492,834 
eS ESR Sars eee 119,597,942 117,349,210 47,564,554 46,629,781 23,248,862 22,334,132 48,784,526 48,385,297 
Transportation for investment—Cr. 4,069,693 3,837,195 757,414 525,346 685,156 601,253 2.62/7,423 2,710,596 
Railway operating expenses .... 2,823,340,009 2,669,203,173 1,237,339,822 1,145,826,151 508,419,138 469,755,320 1,077,581,049 1,053,621,702 
Net revenue from railway operations 1,091,468,937 980,620,819 472,667,185 423,161,061 237,244,217 218,417,968 381,557,535 339,041,790 
RAUWAY tOX-BCCTORIS 6.0 ck cc cc ese 374,740,170 331,450,857 161,180,532 139,891,010 84,033,443 69,416,372 129,526,195 122,143,475 
Railway operating income ..... 716,728,767 649,169,962 ~311,486,653 283,270,051 153,210,774 149,001,596 252,031,340 216,898,315 
Equipment rents—Dr. balance ...... 88,163,166 88,863,506 42,559,846 40,339,244 2,319,679 3,366,944 43,283,641 45,157,318 
Joint facility rent—Dr. balance ..... 30,364,531 32,458,676 16,773,630 17,661,047 3,184,001 3,438,256 10,406,900 11,359,373 
Net railway operating income .. 598,201,070 527,847,780 252,153,177 225,269,760 147,707,094 142,196,396 198,340,799 160,381,624 
Ratio of expenses to revenues (per- . 
> 4 eee FA agro atin 72.1 yack 72.4 73.0 68.2 68.3 73.9 75. 
epreciation included in operating ex- 
seeaes eo bie'b os 6 8s 005 . saat . a 188,319,778 185,161,316 81,844,722 81,126,114 37,964,178 36,559,057 68,510,878 67,476,145 
POP SON BORER os sinc bos Wh esacaes 106,410,300 96,551,380 46,743,141 41,586,533 18,964,312 16,895,736 40,702,847 38,069,111 
ATi OUT SARS 505 kG ses shies vee 268,329,870 234,899,477 114,437,391 98,304,477 65,069,131 52,520,636 88,823,348 84,074,364 


Represents an average of the mileage reported at the close of each month within the period. 
Decrease, deficit or other reverse items. 


Compiled by the Bureau of Statistics, Interstate Commerce Commission. 





Subject to revision. 





Table of Freight Operating Statistics 
pe Rao on next left-hand pagé 





A little Molybdenum in wrought iron 
stay bolts saves a lot of maintenance 


Most pulled stay bolts are removed because the loads 
exceed their yield strength. The heavy loads—at ele- 
vated temperatures—cause stretching and resultant 
leakage. 

Tests prove that adding about 0.50% Molybdenum 
to stay bolt iron increases its strength, particularly its 


yield point. The bolts stand operating temperatures 
for longer periods without permanent deformation. 
Locomotive maintenance costs and out of service time 
can be reduced. 

Write for our free technical book, “Molybdenum in 
Cast Iron”. 


CLIMAX FURNISHES AUTHORITATIVE ENGINEERING DATA ON MOLYBDENUM APPLICATIONS. 
MOLYBDIC OXIDE BRIQUETTES FOR THE CUPOLA~FERROMOLYBDENUM FOR THE LADLE 
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Region, road, and year 
New England Region: 


Boston & Albany ........... 1940 
1939 
Boston & Maine ............ 1940 
1939 


N. Y., New H. & Hartf.f....1940 


’ 1939 
Great Lakes Region: 
Delaware & Hudson ........ ies4 
Del., Lack. & Western ...... tod 
Erie (incl. Chi. & Erie)t..... a 
Grand Trunk Western ...... 1940 
j 1939 
ENTS WOT 65s '6éscosssas 1940 
1939 
New York Central .......... 1940 
1939 
N. Y., Chicago & St. Louis. ..1940 
1939 
Pere Marquette ...........++ 1940 
1939 
Pittsburgh & Lake Erie ..... 1940 
1939 
DEMON os Cease stan ewes ce 1940 
1939 
Central Eastern Region: 
Baltimore & Ohio ........... 1940 
1939 
Central of New Jersey? ..... re 
Chicago & Eastern IIll.f¢ ..... ve 
1939 
Elgin, Joliet & Eastern ...... 1940 
1939 
Si GRRE ok ssc n5ee dene 1940 
é 1939 
Pennsylvania System ........ 1940 
; 1939 
ROMO <1 .cetGehenbos veuuaee 1940 
; 1939 
Pocahontas Region: 
Chesapeake & Ohio ......... eee 
939 
Norfolk & Western ......... 1940 
1939 
Southern Region: 
Atlantic Coast Line ......... 4 
39 
Central of Georgiat ......... 1940 
1939 
Illinois Central (incl. Y. 1940 
ee Ndi ene ib eca.cie oo 1939 
Louisville & Nashville ...... 4 
1939 
Seaboard Air Line* ......... 1940 
1939 
INE sos ie cs coseihare 1940 
1939 
Northwestern Region: 
Chi. & North Western? ..... 
Chicago Great Westernt ..... Heng 
Chi., Milw., St. P. & Pac.f. tee 
193 
Chi., St. P., Minneap. & Om..1940 
1939 
Great Nothera . os .6.6655 sss 1940 
: 1939 
Minneap., St. P. & S. St. » 1 oe 
: 9 
Northern Pacific ........2... 1940 
: 1939 
Central Western Region: 
___ PRES SST REE Aeron 1940 
1939 
Atch., Top. & St. Fe (incl. G. 1940 
C.& S. F. & P. & S. F.)..1939 
Chicago, Burl. & Quincy... — 
Chi, Rock IT, & Pacst.......- 1940 
1939 


Denver & R. G. Westernf... pity 
Southern Pac.—Pac. Lines. ..1940 
1939 


Teeth PUBS 6. dass eesks cx 1940 
1939 
Southwestern Region: 

Mo.-Kansas-Texas Lines...... ate 
Missouri Pacifict ........... 1940 
1939 

Texas & POHhe: ook occ sce ik 1940 

j 1939 

St. Louis-San Franciscof..... 1940 


eee eee eee erseteseee 






* Report of receivers. 
t Report of trustee or trustees. 








t Under trusteeship, Erie R. R. only. 


Train- 


operated miles 


147,961 
151,030 
294,662 
295,084 
366,536 
357,056 


238,925 
246,222 
358,225 
368,426 
739,469 
690,270 
255,153 
251,821 
356,026 
332,705 
2,826,773 
2,773,695 
545,944 


577,247 
578,925 


1,639,048 
1,625,449 


429,682 


842,009 
922,245 
668,366 
709,878 


684,952 
647,091 


1,496,339 
1,454,504 


850,413 
847,846 
271,621 
259,912 
1,246,896 
1,242,153 
227,434 
213,646 
939,819 
818,842 
402,495 
397,821 
720,406 
663,171 


199,976 
202,095 


640,427 
581,494 


RAILWAY AGE 


Locomotive-miles 


Principal 


an 
helper 

153,425 
155,994 
330,938 
332,302 
462,583 
445,102 


278,006 
337,466 


590,296 
589,448 


2,039,851 
2,024,015 


889,025 
971,548 
698,610 
748,101 


691,526 
650,981 
274,507 
258,017 
1,327,071 


891,463 
873,764 


215,396 


378,963 
384,257 
1,206,372 
1,175,187 


Car-miles 
ats 





~ 


Light 


"34 
11,811 
12,448 


209,338 
228,509 
36,211 


62,371 
59,745 


39,352 
43,493 
39,431 
46,856 


17,166 
17,748 


134,562 
113,683 


“Loaded Per 


(thou- 


sands) loaded 


38,720 
42,367 
31,356 
31,232 


15,333 
14,345 
,078 
5,354 
39,420 
38,365 
29,307 
28,498 
16,266 
15,339 
35,275 
32,949 


24,542 
22,065 
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Freight Operating Statistics of Large Steam Railways—Selected Items 
Number of road 


Ton-miles | (thousands) 





— 
Gross Net 
excluding revenue 
locomotives and 
and non- 
tenders revenue 
188,788 67,667 
192,571 74,216 
590,964 218,910 
584,268 216,851 
733,793 274,555 
713,515 270,421 
564,634 267,274 
557,677 272,628 
780,520 306,021 
805,661 328,811 
2,001,076 770,109 
1,905,372 740,540 
470,425 161,863 
445,827 159,545 
867,432 367,860 
881,658 380,375 
6,684,674 2,802,759 
6,527,629 2,761,268 
1,236,849 69,680 
1,146,473 431,185 
75,939 252,445 
679,608 258,123 
299,372 167,809 
322,151 185,325 
1,136,832 412,049 
1,089,447 389,578 
3,699,347 1,680,811 
3,736,209 1,736,775 
395,820 190,816 
382,721 186,333 
292,637 126,267 
269,735 115,059 
247,826 121,937 
244,655 118,640 
22,446 ’ 
22,441 ri 
8,575,771 3,826,690 
8,879,025 4,017,821 
997,990 493,753 
957,582 480,508 
3,186,897 1,744,093 
3,687,556 1,971,978 
2,564,692 1,347,077 
2,679,585 1,424,533 
930,352 341,221 
843,278 290,479 
348,685 136,279 
307,301 118,791 
2,617,860 1,099,948 
2,569,074 1,071,367 
2,084,096 993,439 
2,061,933 984,179 
1,003,523 382,329 
08,713 341,926 
2,083,637 833,980 
1,973,330 779,747 
1,697,135 675,100 
1,598,901 625,775 
511,770 184,235 
486,975 171,228 
2,437,388 975,946 
2,358,319 948,908 
331,031 128,570 
314,767 126,453 
2,122,044 879,405 
1,975,857 838,918 
570,026 229,217 
585,080 242,368 
1,508,377 647,179 
1,378,225 588,133 
273,386 106,868 
290,694 116,542 
4,029,926 1,322,231 
3,321,790 1,121,944 
2,302,609 922,622 
2,236,053 893,251 
1,705,978 631,804 
1,611,546 596,744 
604,480 254,617 
584,527 236,047 
3,995,464 1,449,605 
3,338,242 1,176,836 
4,449,592 1,589,544 
4,155,523 1,465,666 
599,569 216,455 
577,519 205,831 
2,182,445 857,562 
2,156,761 845,473 
541,762 198,474 
520,168 191,611 
1,055,139 421,359 
981,362 374,968 
26,631 9,956 
23,000 8,206 
495,939 167,599 
460,342 172,261 
991,244 383,438 
894,690 350,135 
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Region, road, and year 


New England Region: 


Boston & Albany ........... 1940 
1939 
Boston: @ Maite ....e.cce8 1940 


1939 
N. Y., New H. & Hartf.f....1940 
y 1939 
Great Lakes Region: 


Delaware & Hudson ........ io. 
Del., Lack. & Western ...... me 
19 
Erie (incl. Chi. & Erie)¥..... 1940 
1939 
Grand Trunk Western ...... 1940 
1939 
TenaRVGues 5. ciccedcacces 1940 
1939 
New York Cental ....06sc0 1940 
1939 
N. Y., Chicago & St. Louis. ..1940 
1939 
Pere Marquette ..... ences 1940 
1939 
Pittsburgh & Lake Erie ..... a 
Walaer 2 ccaccvecvedsceces 1940 
1939 
Central Eastern Region: 
Baltimore & Ohio ..... weeks 1940 
. 1939 
Central of New Jersey? ....-. Hens 
Chicago & Eastern IIll.f ..... 1940 
1939 
Elgin, Joliet & Eastern ...... 1940 
1939 
Long Island: vin ss ccsccecees 1940 
1939 
Pennsylvania System ........ 1940 
1939 
REMIRIE. 6 oe vocceseccercrnes 1940 
1939 
Pocahontas Region: 
Chesapeake & Ohio ........- 1940 
1939 
Norfolk & Western .......-. 1940 
1939 
Southern Region: 
Atlantic Coast Line ......... 1940 
1939 
Central of Georgiaf ......... 1940 
1939 
Illinois Central (incl. Y. 1940 
SWI cc neeekene cae he 1939 
Louisville & Nashville ...... 1940 
1939 
Seaboard Air Line* ......... 1940 
1939 
Sottteetin oircdsces cc ccc ccwrns 1940 
1939 
Northwestern Region: 
Chi. & North Western? ..... ue 
Chicago Great Western] ..... 1940 


1939 
Chi., Milw., St. P. & Pac.f. ae 
Chi., St. P., Minneap. & Om..1940 
1939 


St. Louis-San Francisco & 1940 


Great Northern ........0ee0. be 
| Minneap., St. P. & S. St. M.7.1940 
; 1939 
Northern Pacific ......-- -..-1940 
1939 
: Central Western Region: 
| ME sane otis cmvcescaweneee 1940 
‘ 1939 
) Atch., Top. & St. Fe (incl. G. 1940 
) Co. & SF. & P. & S. F.)..1939 
4 Chicago, Burl. & Quincy... _ 
Chi., Rock I. & Pac.f.....+- 1940 
Denver & R. G. Westernf... ‘i 
, Southern Pac.—Pac. Lines...1940 
; ‘ 1939 
A Union Pacific ....... eoenes alee 
0 1939 
) Southwestern Region: 
3 Mo.-Kansas-Texas Lines...... 1940 
: Wii 1939 
4 Missouri Pacifict .......+e+- 1940 
; ; 1939 
4 Texas & Pacific ...... eve sats 1940 
: ; ; 1939 
; St. Louis-San Franciscof..... 1940 
> 1939 
5 








Number of freight 


cars on line 
os 





21,373 
22,298 


46,157 
45,709 


Foreign 


5,207 
4,961 
8,635 
7,612 
14,602 
12,587 


4, 
17,607 
12,061 


11,829 
11,204 


Total 


79,745 
78,261 
18,706 
22,688 

6,056 

5,892 
15,866 


39,905 


58,218 
59,464 
44,615 
40,518 
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Gross ton- 


miles 
per 

train- 
hour, 


excluding 
locomo- 
tives and 
tenders 


21,835 
21,442 
28,631 
28,064 
28,530 
29,721 


37,515 
34,344 
38,964 
38,928 
47,337 
46,675 
34,914 
34,662 
47,205 
49,870 
39,402 
39,018 
41,998 
40,112 
29,962 
30,035 
45,216 


40,478 
39,305 


30,844 


42,524 
44,065 


31,885 


28,367 
28,008 


for the Month of November, 1940, Compared with November, 1939 


Gross 
ton-miles 
per train- 


mile, 


excluding 


loco- 


motives 


and 


tenders 


1,294 
1,296 


1,551 


Compiled by the Bureau of Statistics, Interstate Commerce Commission. Subject to revision. 
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1383 LOCOMOTIVES 


now use these 
Foam Control Systems 


















Water Carryover is prevented 
without Excessive Blowdown 


Railroads in every part of the United States, Canada, 
and other countries have found that Electro-Chemical 
Blowoff Systems save them money in two ways. First, 
they greatly reduce maintenance in superheaters, 
throttles, valves, and cylinders by preventing water 
carryover into the dry-pipe. Second, they increase the 
economy and flexibility of locomotive operation by 
preventing excessive blowdown. 

The Electromatic Foam-Collapsing Blowoff System 
traps foam, high water, and suspended matter before it 
can reach the dry-pipe. A unique, thoroughly reliable 
automatic system blows off the trapped water as it accu- 
mulates, maintaining always a clear steam space to the 
dry-pipe and saving money wasted by otherwise exces- 
sive blowing. Blowoff occurs only when it is needed. 


ELECTRO-CHEMICAL ENGINEERING CORPORATION 
Subsidiary of Dearborn Chemical Company © Dept. 1, 310 S. Michigan Ave., sacceaalt 


Brees: 


‘FOAM: COLLAPSING | 
BLOWOFF SYSTEM 
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SAVE 100% ANNUALLY 





REPLACE YOUR OIL (al SWITCH LAMPS 


»W.RBS.K 
REFLEX SWITCH LAMPS 


EQUIPPED WITH REFLECTING 
LENSES OF MARKED PERFECTION 


All aluminum construction reduces deterioration 
to a minimum and wholly eliminates painting 
expense. Removable top facilitates replacing the 
occasional broken reflector lens. Design em- 
bodies theft-resisting set screw for attaching to 
switch stand staff and theft-resisting nut to 
secure cover. Write for Bulletin 


WESTERN RAILROAD SUPPLY CO. 


General Offices and Factory 
2330-2360 S. Ashland Avenue 








Chicago, Illinois 














Non-slip sistatad cross bars 
are forced into serrate 
bearing bars under heat 
and enormous _ hydraulic 
pressure. Both become 
one inseparable unit. 


ole Distribu 


GUILFORD. S. “TURNER, in 


BLAW-KNOX DIVISION 


of BLAW-KNOX CO., Pittsburgh, Pa hone Randolph 4640 


Michiga 


RAILWAY AGE 














